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Causes of Failure of Hydraulic Cements. 





BRooKLyy, N. Y., July 3, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In your number of the 25th ult., your paper discusses the 
‘Fall of a Béton Arch” on the Piraeus & Corinth Railway in 
Greece in 1885, which road, you say, uses concrete very 
largely in culverts, bridge abutments and arches. 

As described by the Swiss Bauzeitung, this arch was built 
by using béton, or hydraulic mortar, and during its con- 
struction a weakness was shown in the mortar at the spring- 
ing line. After the centre was struck (69 days after com- 
pletion) a gradual! settlement of the arch took place, cracks 
appeared, and finally a general collapse of the whole work 
was the result. 

The Supposed Cause.—The investigation showed that some 
of the mortar was hard and some soft or friable, and it was 
concluded from this that the original barrels of cement were 
not uniform in quality. 

The Cause.—The cement used was ‘ Desiré Michel’s Port- 
land,” a lime which you can depend upon every time. 

Now, in my experience in hydraulic cements (not lime), I 
have found all defects in the work to be caused by inferior 
and ignorant manipulation of it. I find all mixers of cement 
iguorant of its quality, and masons more so. The mixer, in 
order to keep a lot of masons at work, will mix up a large quan- 
tity and be fully competent to respond to the cry of ‘* Mort! 
Mort !” The mason, in order to keep up a lively appearance of 
the mortar, will shovel it over and over and bring the point of 
his trowel across the bed, and is pleased with its soft, plastic 
appearance. Now, very few masons—and I never saw any— 
are familiar with the cement they are using. There isa 
wonderful difference in the time each begins to set. Limes 
or cements in Western New York will commence to set in 
one-half minute. The Eastern cements, such as the Rosen- 
dale-Newark cement, the Bolougne pebbles of France, are 
slow and continue to set (Iam toJd) for three years. 

The Secret.—1. No hydraulic cement should be disturbed 
after it begins to set. If it is it will cease to set and wil! 
dry up and become weak and as friable as wet sand dried. 

2. The quick-setting limes make it almost impossible to get 
it in the work before this important chemical change begins 
to take place. 

3. With the Eastern limes better results can be obtained, 
simply because it can be entered in the work and fairly 
placed before setting, after which no reason should be allowed 
for disturbing it. 

The sefting of coment means only that when the cement is 
mixed with water, it tries to assume its original form which 


the attainment of the same end, viz., the effective control of 
cost. The realization of this aim is the natural and logical 
sequence of the former ; the latter reaches it only through 
the ageney of watchful supervision. 

Against this agency militate all the elements described 
elsewhere ; each exerting an advers? influence and seldom 
failing to cripple or defeat any effort at control. Any shop 
manager must agree to the truthfulness of this statement. It 
must also be admitted that variations in cost result in loss to 
the company or employer. As a measure of economy, there- 
fore, that system is preferable which brings with it and in- 
herently maintains immunity from loss. 

The almost entire abandonment of day work in very many 
of the larger and more successful manufacturing establish 
ments throughout the country may also be cited as strong 
support to our argument against that system. Piece work 
has generally supplanted it. It is an admitted fact that 
prosperous individual concerns manage their business in ac- 
cord with sound business principles and practice. Any 
radical change, therefore, such as this, must be considered as 
effected on the ground of practical economy in labor, material 
and money. It is certain also that supervision in such estab- 
lishments is not of an inferior character. Private firms pay 
liberal salaries, and therefore secure the services of a very 
high order of mechanics to take charge of the various depart- 
ments of their works. If, therefore, the success of any system 
depend entirely on supervision, there would seem to have 
been no necessity for a change. 

Now, the plain fact is, the weak points of day work have 
long since been discovered—often disastrously realized—and 
such firms as have made the change simply applied the proper 
remedy to a business disease. We may, therefore, with 
much propriety ask, ‘If that system be advantageous to 
private firms, why not equally so to railroad companies ¢” 
It is a significant fact that contracts for new locomotives and 
cars are let to individual firms, notwithstanding the fact that 
the company placing the order may have well-equipped shops 
and ample facilities for the manufacture of the rolling-stock 
required. Tiough sometimes good reasons exist for this 
course, yet more frequently it will be alleged that the loco- 
motives and cars are ordered from private firms ‘‘ because 
they can be bought cheaper than the company can make 
them.” This admission is a’ serious reflection upon the 
management of the shops, assuming, of course, that 
proper and sufficient facilities for manufacturing are 
given. It may be claimed that a railroad shop is at a 
disadvantage because of the small number of locomotives or 
cars usually built at one time. There isan advantage and a 
profit, it is true, in building in larger lots, but the difference 
in cost from that source will not be found so great as it is 
generally thought to be. A comparison in the cost of manu- 
facturing in railroad and private shops, together with a care- 
ful analysis of such cost, will disclose the fact that any dif- 
ference which may exist will be found in the cost of labor 
rather than of material. That the men in charge of railroad 
shops are fully competent to manage economically and well 
is not questioned. That they can and do obtain as good re- 


of a like sum of money as the managers of private establish- 


existed before calcination by absorbing the moisture that was | ents. working under the same system, is not denied. The 
driven off in the kiln; and when mortar is properly manipu- | f#ult is not with the men in charge. It is in the system. 


lated by the mixer and the mason and is hurried into the work 
with all possible speed before setting commences, it will as 
sume the same hardness as the original stone from the quarry. 
If it was obtained from alow and moist strata, necessarily 
soft, the lime when fully and finally set will be only as hard 
as the stone from that strata. If from an upper strate and 
hard, the cement will become as hard. 

Now I conclude, more than I intended to say—that the col- 


lapse of the béton arch spoken of, by their own report, shows 


The most efficient management cannot remedy it. Eternal 
vigilance is but a poor prop to it. The same service cannot 
be obtained under the day-work system from a given num- 
ber of men as will be realized under the piece-work plan. The 


with individual establishments manufacturing under the 
piece-work plan. 
Now, if it be true that the day-work system tends to in- 


an ignorance on the part of the mixer and the mason. Some | crease the cost of new work, is it not a logical conclusion 


of that mortar was found hard, some soft. The masons ac- 


cidentally did get some of this béton into the work in due | pair work ? 


time, some they did not. 


You say in your conclusion that every barrel should be 


tested, and the idea I would not refute, as I always do my- 
self in complicated work. But yet in my experience I never 


found a poor barrel in a lot of lime where regular consign- 
ments are made. If the contractor has old lime on hand, in 


large consignments, it would not last long to deliver. 
W. H. Griswo.p, C. E. 
No. 51 TRUXTON STREET, BROOKLYN, N. Y. 








Piece Work. 


III. 
PIECE WORK VS. DAY WORK. 





The best results in the operations of a shop are obtained 
when each employé gives the maximum amount of service in 


a given time. 


The more efficient management is that which secures this 


of work, cannot give the best resulis and prevent loss. 


sults from a given number of workmen and the expenditure 


writer knows whereof he speaks, and unequivocally declares 
this to be the true reason why railroad shops fail to compete 


that it must in like manner tend to increase the cost of re- 


efficiency in a workman, he is not worth retaining. The 
sooner his place is made vacant the better for the shops. 

It is cf course not to be expected that all workmen do or 

can possess the same measure of ability and activity. Intel- 

lectual and physical differences exist among them as among 

men in every other calling or profession. Shop men present 

no exceptions to the rule. All rank as mechanics. Each 

may have spent the same number of years learning bis trade, 

yet one will be found to surpass another in native ability, 

in capacity for work, in dexterity in the manipulation of 

tools, and in various other ways, which place bim at av ad- 

vantage over his less favored companion in ability to earn 

money. Piece work will bring this difference in men into 

prominence at once ; but an inferior workman cannot com- 

plain of it with any more justice or reason than can an un- 

successful merchant, lawyer or doctor complain of his more 

fortunate rival. 

Fortunately, however, in every shop will be found work 

adapted to men in all grades of intelligence and skill, and 

but little difficulty will be experienced in assigning to each 

one work suited to his ability and mechanical rank. As has 

already been intimated, a well-devised system of piece work 

furnishes abundant opportunity to each workman, and 
the incentive besides to work out the fullest development 

of his mechanical skill. This tends very naturally to im- 
prove bis methods and thus to enable him to accomplish more 
work. How much more he will perform after his interest is 
thoroughly aroused and his mind absorbed in his efforts to 
make money, it is difficult to say. But certain it is that re- 
sults are marvelous, not only to the employer, but to the 
workman himself. Let the difference, however, be much or 
little, it must be conceded that that system which affords an 
employer the positive assurance that while his presence 
is required in his office or elsewhere, every one of his 
men, wherever he may be, is busily engaged at his 
work, as the result of individual, personal interest, cannot 
fail to prove the closest approximation to perfection in that 
feature of management sought to be attained by personal 
supervision. This most excellent feature certainly cannot be 
claimed to attach to the day-work system, for it is an ad- 
mitted fact that under it many workmen give far less atten- 
tion to their work when the foreman is absent than when he 
is near them. The work depends largely on his powers of 
supervision, or, as it is generally termed in shops, bis ability 
to drive well and continuously. Persons in charge of men 
fully understand what this word ‘‘ driving” means for the 
foreman. It is one of the most disagreeable methods he is 
compelled to resort to in order to secure attention to duty. 
Often when engaged in highly important and perhaps press- 
ing work, he finds himself obliged to drop it and attend to 
some fellow whom he sees neglecting his business. Loss of 
temper, bad blood, hot words, and possibly a discharge are 
the frequent consequences of such interviews. Even when 
these consequences do not occur, a certain demoralization is 
inevitable. The friendly relations are disturbed, confidence 
is shaken and a degree of timidity possesses the workman 
which will keep him away from his foreman as long as pos- 
sible, even though he may need his assistance or advice to 
enable him to proceed with the workinband. Unfortunately 
such occurrences are of frequent, almost daily repetition, and 
in many cases alienate the good will of men who could not 
be classed as habitual loafers in the shop, but who were so un- 
lucky as to first come under the eye of the foreman ata time 
when, after much vexation, forbearance had ceased to be a 
virtue. Now it is of the utmost importance in securing good 
management that a foreman shall secure not only the respect, 
but the hearty and co-operative good will of his men. He 
can secure this only by kind, considerate and just treatment 

The poorest and humblest of his employés must be made to 
feel that they can address him unreservedly upon any and al) 
subjects pertaining to their work, or to any other matter af- 
fecting their comfort, interests or relations with him. The 
effect of necessary disciplinary measures is such as to bring 


It seems quite self-evident that a system which lacks, abso- | about very different results, as varying in their character as 
lutely, the property of regulating either the quantity or cost | are the dispositions of men. While hurtful and humiliating 


to sensitive natures, they beget discontent and resentment in 


Piece-work, on the contrary, exercises a positive control | the minds of others. And from the low murmuring of de- 
over cost. It admits of no variation, no matter what the | moralization comes a sigh for that independence so dear to 
differences in rate of pay, fidelity or ability of the workman |the heart of every thinking human being. 
may be. It is a liberal system, fair and just alike to| however, is an evil inseparable from the day-work 
employer and employé. If the prices are well adjusted the| system. Piece work avoids the evil by reversing 
employer feels secure in that he gets a full return for the | the relations existing between foreman and workman, so far 
money invested in labor. On the other hand, the employé | as supervision is concerned. In piece work the workman be- 
js as fully satisfied, having received a sufficient compensa-| comes a contractor, and is as independent as be who con- 
tion for the services rendered. If he be unusually skillful | tracts to build a house for a stipulated sum and under certain 
and industrious, his efforts are proportionately rewarded | conditions agreed upon prior to the commencement of the 
and his income increased. On the contrary, his brother| work. He is required to fulfill his part of the agreement to 
workman, if less skillful or willing, will find his earn-| complete a certain work. On the other hand, he is at liberty 
ings proportionately less. In each case, however, it must | to require the foreman to afford him all proper facilities to 
be conceded the results are in perfect accord with right and | enable him to do the work in the shortest time practicable. 
justice, and afford, therefore, no proper ground for com-| If he requires material he asks for it promptly, and, when he 


** Driving,’ 


result by the adoption of legitimate measures, the justice of|plaint. Indeed, any complaint indulged in by the latter | can, will look ahead to his future wants to fortify himself 


which cannot fail to be recognized by all workmen. 


would expose him to sharp criticism from his more skillful or | against delays resulting in loss to himself. If he requires 


The class of men referred to in the last paper seldom acqui-| better disposed neighbor. Here, again, self-interest and | work from another man, or from another department of the 


esce cheerfully in any measure which requires them to do an 
honest day’s work. From what has been said before, it will 


pride will exert a powerful aud salutary influence upon the | shop, he will justly complain to his foreman if it is not forth- 
inferior workman, stimulating him to renewed energy and | coming at the appointed time. In short, he will insist that 


be readily understood how difficult it is to compel such per-| zeal in the development of his mechanical skill. Not only is|every one in any way connected with his contract shall do 


sons to do their full duty. In fact, it must be granted that 
under the day-work system its accomplishment is not possible, 
Piece work will do it speedily and effectually. It forces the 
inevitable alternative—work or quit the service. It must, 
therefore, largely increase the efficiency of a shop managed 


his reputation at stake, but his pocket-book as well, and that | his part of the work promptly. 
is universally recognized as a very sensitive point in the|the relations have been changed, and we now find 
make-up of every man. He will exert himself with increased | the workman “driving” the foreman—certainly a very 
energy to accomplish as much as his neighbor, and even | healthy and gratifying change. The foreman, witha proper 
though he fail again and again, his successive failures will | appreciation of the responsibilities of his position, must be 


As has been remarked, 


under the day-work system, and prove correspondingly more | serve as gentle goads to urge him on until, eventually, he | fully advised as to the wants of his men, and continually re- 


profitable. One of the natural and distinctive features of the 


stands shoulder to shoulder with his neighbors in point of | minded of the necessity of supplying them fully and promptly 


system is that which secures invariability in the cost of the | speed and skill. If, however, it isfound that pride and in- | with material or work as required. If he is a live man, he 


products of the shop, so far as the element of labor is con- 
erned, Both piece-work and day-work systems have in view 





terest are not sufficient to cause an improvement, to elevate | will give no cause for dissatisfaction to hismen. By making 
the standard of ability, and to work out a greater measure of ! every possible effort to advance their interests, he will gain 
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BRAGG’S CINDER ESCAPE 


their confidence and good will, and thus contribute in the 
fullest measure to securing for his employer the faithful and 
correspondingly effective services of intelligent, valuable 
workmen. Saving, industrious men make safer employés and 
better citizens than do the improvident and the indolent. They 
are less liable to become poisoned with the teachings of that 
numerous and dangerous class of persons who boldly an- 
nounce that this world owes them a living, work or no work. 
They wil! be glad to share the varying prosperity of their em- 
ployer and will be better able to patiently await its return 
after periods of business depression. Such men are not often 
found engaging in strikes. The other classis always ripe for 
a tussle with ‘‘ capital.” The adoption of piece work will 
surely and rapidly deplete their ranks. 

It is confidently asserted that a considerable increase in pro- 
duction will be the result of the piece-work system. This re- 
sult is attained without a corresponding increase of force, 
thus saving wages ; or without an increase of shop room, 
machine tools, power, fuel, belting, files, hand tools, etc., and 
these cost money. Another important feature will be the de- 
crease of spoiled work and the attendant loss of material, 
which is known to be in proportion to the number of men 
employed. This loss is measured by a large sum of money, as 
manufacturers well know. 

The advantages claimed for this system, and enumerated | 
in this paper, are not based upon theory alone, but have been | 
verified by actual practice extending over a period of eight 
years. Its workings have been carefully and patiently | 
watched, and its beneficial influence upon the cost of new 
work on locomotives and cars, as well as the repairs of the 
same, has been strikingly shown. Its effect upon the em- 
ployés has been also very favorable. Those who have become 
familiar with it almost invariably prefer it to day work. 
The impression seems to prevail that its introduction is met 
with violent opposition and tends to the withdrawal of the 
better class of workmen from the shops in which it is intro- 
duced. Such is not the case. The opposition very rarely 
comes from that class. It is an admitted fact that 
any new measure in a shop is looked upon with sus- 
picion, and the piece-work system is not an excep- 
tion. The first impression is that it is only a new 
method for securing more work for less pay. A few trials of 
fair prices offered for a piece of work will suffice to correct 
this impression. The first attempts proving satisfactory, 
other work is cheerfully taken in hand, and very soon the 
workman will be found asking additional work under the 
new plan. The writer recalls not a few instances, when first 
engaged in introducing the piece-work system, where he was 
very hard pressed to establish prices fast enough to satisfy 
the eager demands of the workmen. Good men soon realize 
that the system is wholly advantageous to them, and that it 
pinches only their indolent or careless brethren. The latter 

is the very class it is designed to reach, and it does so, to 
quote a common phrase, ‘‘with neatness and dispatch.” 
F. D. CaSANAVE. 














Bragg’s Cinder Escape and Draft Regulator. 


The accompanyiug illustrations represent a form of cinder 
escape and draft regulator which is in use on the Fall Brook 
Coal Co.’s railroad lines, and on the Beech Creek Railroad. 

Drawings of this device were exhibited at the recent Con- 
vention of the Master Mechanics’ Association in Boston, and 
attracted considerable attention. 

The object of this device, as shown in the accompanying 
engraving, is: 1. To prevent accumulation of cinders in 
smoke-box ; 2. To discharge the cinders from the bottom of 








AND DRAFT REGULATOR. 


tinguish the fire in the cinders before discharging them from 
the smoke-box ; and 4. To moderate the draft through the 
flues so as to prevent the cinders from being drawn out of 
the fire-box to a great extent, and thus economize in the con- 
sumption of fuel, and at the same time receive greater benefit 
from what is used. The device for the attainment of these 
objects consists of an adjustable slide in the bottom near the 
front end of smoke-box, which cannot be entirely closed. Tie 
permanent opening is at least one inch wide by six inches long 





The Acme Hair Picker—Detail of Teeth. 
at right angles with smoke-box. For an engine with 18 in. x 
24 in. cylinders, the permanent opening is made % in. wide 
by 6 in. long, and can be adjusted from the cab, according 
to the amount of steam needed. The cinder receiver is per- 





ane 


eee si : ee 
The Acme Hair Picker. 
Manufactured by E. L. BUSHNELL, Poughkeepsie, N. Y. 


forated directly under the regulator, so that air is freely ad. 
mitted under the valve. 

The parts in the illustration are numbered as follows : 

1. Slide. 

2. Casting for slide. 

3. Cinder receiver. 

4. Receiver valve. 

When the engine is at work, the vacuum in the smoke-box 
is to a certain degree supplied with air through the opening, 
and thus the draft through the flues is so moderated that few 
cinders are drawn through the flues, and consequently the 
consumption of fuel iseconomized. By locating the opening 
as far forward as possible in the smoke-box, the current of 


their progress, and more or less extinguishes the sparks 
which are carried by gravitation through the opening. 

The constant discharge is an indisputable fact proven by 
practical tests made on engines with extension fronts, all 
varieties, from light passenger to Consolidation freight en- 
gines, giving equally good results. The inventor claims by 
the use of this device 15 per cent. reduction of fuel, from 
10 to 25 per cent. increase of steam, with the same 
arrangement for draft. The discharge of cinders from the 
stack is largely reduced, and if the blast-pipe and stack are 
well proportioned, is entirely obviated, while the amount of 
smoke is largely reduced. 

Any further particulars may be obtained of Mr. F. §. 
Bragg, Corning, New York. 








The Acme Hair Picker. 





The accompanying illustrations represent an improved 
form of machine for picking. horse hair, lately introduced by 
Mr. E. L. Bushnell, of Poughkeepsie, N. Y. 

The illustrations show that the cones iu which the teeth are 
set keep the hair at a small distance from the surface of the 
drum, and it is claimed that this constitutes a great improve- 
ment, as the dirt in the hair falls into this space and is car- 
ried away clear of the hair, which is consequently picked 
much cleaner. 

It is also claimed that the machine is less liable to break 
or cut the hair than an ordinary machine, owing to the 
rounded form of the base, out of which the taper picking pin 
springs. 

The machine is constructed entirely of iron and steel, and 
weighs 300 Ibs. ‘The total height is 41 in. and the width over 
all 29 in., the feed rollers and apron measuring 181 in. wide 
inside. The machine has 134 teeth. 

A machine of this description was exhibited at the recent 
Convention of the Master Car-Builders’ Association at 
Niagara Falls, and attracted much attention. 








The Bietrix Coal-Pressing Machine. 





The accompanying illustrations represent a form of coal- 
pressing machine used in France for making ‘‘briquettes” out 
of small and waste coal. The briquettes are made in differ- 
ent sizes suitable for various requirements, as shown in our 
engravings. 

These machines were first made by Messrs. V. Bietrix & 
Co., of St. Etienne, France, in 1878, and since then some 70 
machines have been made, having a joint capacity of 5,000 
tons per day. 

The latest pattern machine isa very solid and powerfu, 
apparatus, giving a large production, and making the bri- 
quettes under a pressure of about 3,000 to 4,000 lbs. to the 
square inch. Grooves may be put in both sides of the bri- 
quette to facilitate its breaking. 

Briquettes have been little used in this country, but are 
largely made in France, Belgium and South Wales, where 
the small coal is washed to clear it of impurities, and after 
drying is ground to powder, mixed with tar and other 
cohesive ingredients, and is finally compressed into briquettes, 
or rectangular bricks, sometimes termed artificial fuel. Itis 
largely exported, as it is mm a convenient form for stowage 
and handling, and if properly made, the amount of ash and 
smoke is very small. 

The proper machinery for pressing the coal dust and coal 
tar is not the only feature essential to success; the method of 
preparing them isalso important. A furnace for heating the 
coal to the right temperature and evaporating the water and 
softening the glue elements in the coal, is vital in making 
good briquettes. 

The coal dust is automatically fed upon a revolving plate 
of iron, the speed of which is regulated as may be desired. 
Here it is stirred and uniformly heated, and is then automati- 
cally made to pass out into a mixer, where it receives the 
right proportion of coal tar. The coal and coal tar are here 
thoroughly mixed as they pass on into a cylinder heated by 
steam to the right temperature, where the werk of prepara- 
tion is completed and the mixture goes to the press. From 
the press the briquettes are carried automatically by a trav- 
eling belt to the bin, car or other place of deposit. It will be 
seen that the entire process, from the first step of elevating 
the coal slack and coal tar till the completed briquette is de 
posited, is automatic, therefore the item of labor is only a 
few cents per ton. 

The coal is heated somewhat above the temperature of 
boiling water,in order to drive off the moisture. The amount 
is insufficient to drive off the volatile elements of the coa; 
tar, and the coal dust and tar mixed together can be heated 
together in a mixer, surrounded by a steam jacket. 

The illustration shows the whole process of making the 
briquettes, The small coal enters the building in the small 
cars shown on the right hand side of the engraving. The 
cars are there tipped into a hopper, and the coal is thence 
elevated as shown by a Jacob’s ladder, which delivers it into 
a trough in which an endless screw works, propelling the 
coal dust forward until it falls into the oven where it is dried. 

The tar meanwhile is lifted by the vertical elevator shown 
on the extreme right hand of the engraving, and thence 
travels by the horizontal band shown above the oven. It 
there falls into a closed horizontal trough, in which a screw 
works and completely mixes the dried coal dust and the tar. 
This trough is steam-jacketed, and is shown on the left hand 
side of the drying oven. 





incoming air meets the current of the products of combus- 





the smoke-box after they emerge from the flues; 3. To ex- 


tion, while the fine dust and smoke escape through the net- 
ting. The cold current of air meeting with the cinders checks 





The mixture of coal and tar is finally combined and com- 
pressed into briquettes in the machine at the extreme left 
hand of the illustration. 
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The makers claim the following capacity for their ma- 
chines per day of 24 hours : 


—-—— Weight of briquettes.—— -— Power 
Fach. Gross required. 
Lbs. tons. H.-p. 

215 40 6 
6% 100 10 
ll 169 20 
20 to 22 300 30 


The number of men needed is stated as follows : 

1 foreman or engineer charged with watching and keep- 
ing in repair. 
fireman. 
man for mixing furnace. 
man for bandling coal. 
man for grinding aud handling coal tar. 

t boys for placing the briquettes in piles or on carts. ? 

This force can be reduced when the power is supplied by a 
wire rope, ete., and when the briquettes are all delivered by 
atraveling belt into a bin, as then no boys will be needed- 
The above force will easily operate a machine making 50 
tons in 10 hours, or even a larger size if the Jabor is properly 
arrranged. The whole cost of labor ought not exceed from 
20 to 30 cents a ton. About 5 or 6 per cent. of coal tar is 
generally needed. 

Any further information can be obtained of Messrs. V. 
Bietrix & Co., 35 Wall steeet, New York. 

The weights and sizes of the briquettes usually made, 
shown in the cut, is as follows : 


1 
1 
] 
1 


and 


Weight. Size, about 
RDOME RE OR BONNE ka: icdcssvcecssswisanss es 246bv8 by5 in. 
ee OE 8p eee = * ti 2 $4 si 
6 SS EUs ssl bedecces 400s sees tee " ; = 
2 0-5 lbs........ BES MS 


Perforated briquettes may be manufactured of the dimen 
sions above shown, but their thickness is reduced. 











Foreign Railroad Notes. 


The British Railway Commission in 1885 tried and gave 
judgment in 11 cases, heard one application for an appeal to 
a superior court and ratified three working agreements be- 
tween railroad companies. In the ten years of its existence, 
this commission bas given judgment in 137 cases, heard 11 
applications for appeal, and ratified 56 agreements. 


The Chamber of Commerce of the City of Bruun, in Aus 
tria, has prevailed upon two railroads entering that city to 
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THE BIETRIX 


BRIQUETTE MAKING MACHINE, 


make an experiment iu running workmen’s trains to suburbs 
at a fare of about % cent per mile, stopping at all street and 
track watchmen’s cabins. At first they will only run twice 
a week, bringing the workmen in early Monday mornirg and 
carrying them out Saturday night; but it is possible that if 
they are well patronized they will run every day. 





The National Railroad Council of Austria held its spring 
session, beginning May 31, under the presidency of the chief 
of the railroad department of the Ministry of Commerce. 
The Ministry gave notice that it contemplated certain ad- 
vances in the passenger rates, as from 4 to 4.75 kreutzers 
(3.20 to 3.80 cents per mile) per kilometre for first-class or 
in regular passenger trains, and from 3 to 3.84 kreutzers in 
mixed trains, and 5.75 in express trains. The Council ap- 
proved the proposed changes, except one which proposed to 
make the reduction for round-trip tickets for distances of 
more than 100 kilometers, 15 per cent. less than the full fare 
both ways, instead of 25 per cent. less, as now. 


“ 


German railroad men continue to discuss the unprofitable- 
ness of passenger traffic. A recent, writer corrects what he 
claims to have been an exaggerated statement of passenger 
expenses, but after that he concludes that from 1880 to 1884 
the net earnings of the passenger traffic have fallen from 21 
to 14 per cent. of the gross, while there has been no decrease 
in the proportion of net freight earnings to gross, and he 
says the tendency is to further decrease the passenger profits, 
by increasing the cost of the service, by running trains faster 
and more frequently, running cheap excursion trains, etc. 
This is probably a natural result of endeavoring to give the 
public what it most calls for. Everybody travels more or 
less, and in this way only do most people have any 
direct dealings with the railroads. People generally 
talk more and think more of a reduction of fares 
which saves them a dollar a year than of a re- 
duction of freight rates which saves them five dollars a 
year, because they get the benefit of the lower freights in 
lower prices of the commodities they buy or lower ones of 
the commodities they sell, while they buy their railroad tick- 
ets directly. The assumption for calculating the cost of pas- 
sengers and freight is that a passenger mile costs as much as 
a kilometric ton mile, which would certainly make the cost 
too low for passenger traffic in this country—indeed, would 
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make the cost per passenger train mile 25 cents or less, which 
isabsurd. Here the average cost is probably twice as much 
per passenger mile as per ton mile ; but the difference is not 
so great in Europe, where by far the larger part of the travel 
is third-class, and the average passenger train load is larger 
and the average freight train load smaller than here. 





A law baving established a National Railroad Council in 
Prussia, the office of which, apparently, is to ascertain and ex 
press the desires of the community with regard to the services 
which it would like to have the railroads render, the King has 
appointed the members of the Council. Its composition is 
interesting us iudicating what kind of people are regarded 
there as representing the interests of shippers and travellers. 

The Chairman and Vice-Chairman appointed are officers in 
the Ministry of Public Works, the Minister being the respon- 
sible head of the state railroad system. On the part of the 
Ministry of Public Works, of Commerce and Industry, of 
Agriculture, Public Domain and Forests, 19 members and 
alternates are appointed, among whom are the General Man- 
ager of a mining compary, four landed proprietors, two fac- 
tory owners, the mayor of a city and the General Manager 
of some blast furnaces, 

The District Railroad Councils, which have been in existence 
some years, have 12 members and 12 alternates from those 


‘representing land and forest interests, nine members and 


eight delegates representing manufacturing interests, and 
nine members and nine alternates representing commercial 
interests. The representatives of the land are not farmers, 
but chiefly noblemen cr other owners of great estates, and 
there are but three foresters. Among the representatives of 
manufactures are the Secretary of a manufacturers’ associa- 
tion, five factory owners and three factory managers, a mine 
engineer and two mine superintendents, and one merchant. 
Among the representatives of commerce are but four persons 
named as merchants, two factory owners, a shipping agent, 
a banker and a brewer. 

The first subject to be considered by the National Railroad 
Council regarded the classification of coarse cast-iron ware 
and ship’s chains, after which it was to review all the special 
rates approved since last November, and the changes in the 
working regulations of the railroad. 


From a review of the Austrian Railroad system in the An 
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Cross Section. 


THE GOODWIN DUMP.-CAR, 


nales des Ponts et Chaussées it appears that the Austrian 
Southern roads bave developed piece work toa great extent 
—the handling of freight into and out of cars, switching and 
care of yards are all done by contract with the employés, 
and even the cleaning of the station floors is paid for by the 
square metre, 

Where operations ivvolve the joint action of a number of 
employés they are formed into an association which be- 
comes collectively responsible for the execution of the work, 
and in case of a pressure of Work hires outside labor. The 
station agent or other official in charge has the right of de. 
ciding whether the extra men are qualified to take part, and 


the company guarantees the regular members of the associa- | 


tin a minimum salary. 

The receipts over and above the minimum salary are dis- 
tributed as follows : 

1, 5 per cant. goes to all laborers employed p2rmanen‘ly 
in proportion to their wages. 

2. 25 per cent. goes to agants and employs of the station 
(apparently meaning a higher grade of operatives than 
simple laborers,, who take part in the good execution of the 
work), 

3. 30 per cent. into the railroad treasury. 

4. 40 per cent. into the reserve fund. 

In general those who share in the premium for economy 
(presumably No. 2) are: 1. The station agent, when he per- 
sonally supervises switching. 

2. The switching employés. 

3. Storehouse men. 

4. Car-house foremen. 

5. Store-house watchmen. 

6. Switchmen. 

If the receipts of the associationdo not at any time pay 
wages, the reserve fund is first drawn on, and after that is 
exhausted the company supplies the necessary funds. 








The Goodwin Dump Car. 





The car shown in the accompanying illustrations is the in_ 
vention of Mr. John M. Goodwin, and is designed princi- 
pally for handling coal, coke, ore, ballast and like material. 
It is here shown as a four-wheeled car, calculated to carry 


about 10 tons ordinary bituminous coal or 12 tons of ore: j 


but, if desired, the body, made sufficiently long to afford 
twice this capacity, may be mounted as an eight-wheeler. In 
such case the cargo-box would be, preferably, divided across 
the middle by a bulkhead, and each of the two compartments, 
thus formed, operated independent of the other. To fit it for 
carrying coke the stowage capacity of the cargo-box is in- 
creased by the addition of a suitable rack. 

The four-wheeled car delivers all its load on either side of 
track, or half on each side, or may be made, as hereinafter 
described, to deliver portions of its load between rails. The 
eight-wheeled car would deliver all its load on either side : or 
either half on one side and the other half on the opposite 
side; or either quarter on one side and the remaining three- 
quarters on the opposite side; and one-half of its load may be 
discharged and the other half retained. The openings for 
delivery of load at the sides are each 2 ft. in height by the 


whole length of cargo-box. 1n the car shown, when deliver- | 


ing its load all on one side, the discharge-opening has an area 
of 32 sq. ft. Delivering half on each side the aggregate area 
of openings is 64 sq. ft., and each compartment of an eight- 
wheeler would have similar outlets. 

In dumping, the body of the car is not moved, nor in- 
clined, laterally or otherwise. Dumping all on one side is 





| effected by the simple dropping of one valve. To dump half 
the load on each side two valves are simultaneously dropped. 

Release of valves may be effected by a man standing on the 
ground either alongside of or at end of car; or upon the car. 
| The valves do not interfere with the running-gear, and when 
| dropped may be left in that position until return of car to 

place of reloading ; so left, the jar and wind incident to run- 

ning of car will clear the cargo-box of dust and débris of 
| load. 

Owing to the manner in which the cargo is disposed, it is 
claimed that the loaded car is shown by actual experiment to 
| be about 18 per cent. morestable on its base than a gondola of 
equal capacity. In other words, the resistance of the car to 
a force tending to upset it, sidewise, is about 18 cent. greater 
than that of an ordinary gondola of like capacity. The great 
bulk of the load lies along the line midway between the track- 
| rails. 

In the operation of dumping, the body of the car remains 
upright, and no part of the apparatus projects outside of, nor 
| below, the fixed frame of the car; and the car may be 

dumped while moving without any such risk as would attend 
| the discharge of a rocker-dump in motion. 
| By use of this car, ballast or other material may be dis- 
| tributed evenly along a railway, the quantity deposited in 
;any given space being regulated by speed of train. For 
| delivery of ballast, etc., between rails, valves, specially intro- 
| duced for that purpose, are used. With such valves in use, 
| the other valves may be operated precisely as they would 
| otherwise be. For instance, part of a load having been dis- 
'‘ gharged between rails, the remainder of it may be dumped at 
| the side, exactly as when only the side-discharge is to be 
| made, 
The car may be dumped while one side of it stands within 
| an inch of the wall of ashed or stock-house; or while the car 
| stands on a steep incline; just as well as when it is in the 
| open, on ordinary roadway. 

The design of the car, as to framing, etc., is such as to 
|make it thoroughly stout and serviceable. Its tonnage 
| capacity is twice its own weight. Thoroughly built, of best 
| material, with 33 in. wheels, M.C. B. standard axles, etc., 
}and lined on allsliding surfaces with steel plate of ample 
| thickness, it is claimed that it costs no more than an equally 
well built gondola of like capacity. The draft-arrangements 
are such as to afford a ‘‘coutinuous-draw-bar” effect. 

' The inventor claims that this car possesses many advan- 
tages over the ordinary form of dump car, and states that : 

‘** There is no possibility of recoil of body in act of dump- 
ing,—such as occurs in the rocker-dumps when part of the 
load escapes and the rest ‘* hangs,”—this car may be dumped 
on any trestle without risk of damage to car or trestle 
through derailment of car or “‘ falling overboard” of body 
of car. 

‘** In any rocker-dump the entire load is moved, in a body, 
laterally, that motion being preliminary to a discharge of 
the load; and where ‘‘rocker” dumps designed for thus 
handling loads of 20 tons, or thereabout, have been tested, 
the results have been yy but satisfactory . 

‘*In the Goodwin dump the load, in the operation of dump- 
ing, does not move in a body, except as water in a tank moves 

| as a body when a discharge-valve in the bottom of the tank 
is opened. The load in the car subsides, and flows out 
through the a openings in a continuous stream, 
more or less rapidly. according to the character of the 
materia] of the load; but there is never any violent precipita- 
tion of the load, and the discharge may’ be checked, or en- 
tirely stopped, if necessary, at any stage of the operation. 

‘** Coal, or any friable material, is much less broken by dis- 
charge from this dump than by the operation of shoveling, 
| out of a gondola for instance. A} proportion of the coal 
| discharged by this car suffers no shock whatever until it lands 


from the discharging-apron of the car is some 6 ft. less than 
that from the shovel.” 


Mr. Goodwin considers that 10-ton cars on his principle are 
more generally serviceable than 20-ton cars. 

Any further information can be obtained by addressing 
Mr. John M. Goodwin, Sharpsville, Mercer County, Pennsy]- 
vania. 








Ramsbottom’s Spring Buckie Stripping Machine. 
In railroad repair shops and wagon works, where large 
quantities of broken springs are dealt with, it is a matter of 
considerable importance to be able to remove quickly the 
buckles from the springs without injuring them or damaging 
any of the plates that may be good. The usual way of doing 
this is by expanding the buckles by heat, and then knocking 
them off, which necessarily takes a considerable length of 
time, The machine shown in our illustration consists of a 
massive foundation carrying a large lever centred at one end, 
and actuated at the other by means of a hydraulic cylinder. 
Two large screws serve to hold the springs during the 
process of stripping. This machine was built by Wilkin- 
son & Lister, Keighley (Englard), for the Lancashire & 
Yorkshire Railway Co.’s carriage works, at Newton Heath. 
The beam is made of 2 in. steel plates, by John Brown & 
Company, Limited, the plates being separated by dis- 
tance pieces 64 in. long, so that all springs up to 
that width can be dealt with. The hydraulic cylinder 
is 6 in. diameter, and is made of a special mixture to 
resist very high pressures, as the labor of removing 
the buckles is sometimes very excessive. During opera- 
tion, one end of the spring is held between the two 
large screws having suitable packings, and the other end of 
the spring passes through the lever up to the buckle; the 
water pressure is applied by turning a stop valve handle, 
when the lever is immediately drawn up and the buckle quickly 
forced off, after which the spring can be at once removed and 
another inserted to be treated in a similar manner. The 
pump seen to the right is for supplying the necessary pressure 
for workivg the hydraulic cylinder; it is a compact little 
machine, having a double stroke, and may be kept constantly 
running, the water being simply circulated through the 
pump cylinder and back again into the cistern formed by the 
hcllow pump stand. When the machine is required to be 
worked a handle is turned half round, which shuts off the 
delivery from the cistern and turns it into the hydraulic 
cylinder; after the stroke is complete this handle is turned 
back, and the water goes on circulating through the pump as 
before. If it is desired, the pump can be stopped by moving 
the belt to the loose pulley. This class of machine bas, we 
understand, been found very useful at the Derby Works and 
at Crewe. The weight, when in working order, is 17,136 Ibs. 
—Mechanical World. 








TECHNICAL. 
The 24-Hour System on the Canadian Pacific. 
With the opening of the line through to the Pacific coast, 
the 24 o’clock system went into full operation on the Can- 
adian Pacific. As an illustration, we reproduce below a page 
of the time-table published for the Western Division : 
REGINA SECTION—TRAINS WEST. 


| 


! 
Way Through 





Miles. Pacific 
STATIONS. from Express. | freight. | freight. 
Winnipeg. | No. 1. No. 71. No. 73 

Broad view. . 263 8 19.40 7.35 19 45 
Oakshela............/ 271.1 20 00 7.50 20.15 
reer 278.9 20,20 8.25 20 45 
Summerberry....... 226.4 20 38 9.05 21.15 
ES 294.1 20 58 9.40 21.45 
Sintaluta.......... . | 302.0 21.17 10.20 22.20 
Indian Head......... 312.0 21.45 1°.20 23.95 
Qu’Appelle.......... 323.6 22.16 12.15 24.00 
McLean....... ..«.. | 332.0 | 22.40 12.50 24.33 4 

bs | 
Balgonie...........| 341.1 23 04 12.25 |4, 135 
Pilot Butte ... ...... 347.9 23.22 13.55 2 05 
BR i cc.00n0 05 apes 356.4 23.05 14.50 3190 
Grand Coulee........ 365 8 24.25 15.35 $45 
rrr 373.2 24.45 16 05 4.15 
Belle Plaine......... 381.0 1.05 16.45 4.45 
(ern 390.0 1,30 17.25 | 5.20 
Moose Jaw........-- 398.1 1.50 18.00 | 5.59 





Regina Section trains will be run by Mountain standard time. 


We recently (in the number for June 25, page 443) pub- 
lished the instructions to trainmen in relation to the new sys 
tem. Watches are adapted for its use by pasting on the dial- 
plate an additional dial with the numbers from 13 to 24, in- 
clusive. 


The Flower Patent for Sight Feed Lubricators. 


In the case of the Detroit Lubricator Co. against F. Lun- 
kenheimer, the United States Circuit Court for the Eastern 
District of Michigan on June 26 decreed: ; , 

‘‘ First. That the letters patent in suit, to wit: No. 
196,650, dated Oct. 30; 1877, and issued to George H. 
Flower, are valid, and that the same are owned by the com- 
plainant in this suit, and that the defendant has infringed 
the same. : : 

‘* Second. That the defendant pay to the complainant tlie 
profits he has received, and in addition thereto the damages 
the complainant has sustained by reason of said infringement, 
and that the cause be referred to Henry M. Campbell, a Mas- 
ter in Chancery, to take an account of said profits and dam- 
ages.” 

“The defendant was further ordered to submit his books, 
etc., to the Master, and was enjoined from making and sell 
ing lubricators infringing the patent in question. 

Patting the Electric Wires Under Grou nd. 
At a meeting of the Electric Subway Commission in New 
York, July 13, the Engineer presented a report as to the ca 
pacity of the conduit required, and also as to the general plan 
of burying the wires. They are to be laid 18 in. below the 
sidewalk in a conduit of solid asphaltum, with the drawing 
in-and-out system, for which purpose there will be hand holes 
every block. There will be a solid foundation underneath of 
béton. The details of the plan have not yet heen fully deter- 
mined. The Commissioners adopted the following resolu- 
tions : : 

‘* Resolved, That the reports made this day by the engineers 
and counsel of this Commission be laid upon the table for rel 
erence in providing for the details of the plan of the Commis- 
sion as they are required to be provided for. | t 

“+ Resolved, That all currents of great intensity should " 
separated from all other currents, and that conductors = 
power and those used in are lighting should be placed, w poo 
ever practical, ina conduit by themselves, su ject. to . “ 
regulations as may from time to time seem advisable to t 
Commission. 








in the bin or on the stocking-ground; and such shock is less 


than in case of shoveling out of gondola, because the fall ' 


** Resolved, That currents of light intensity should be sep 
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RAMSBOTTOM’S SPRING BUCKLE STRIPPING MACHINE. 


Constructed by Messrs. WiLKINSON & LisTER, Keighley, England 


rated from all other currents, and that telegraph, telephone, 
ticker, messenger and fire-call wires, and all those of that 
class, may, wherever practical, be placed together in the 
same conduit, subject to such regulations as may from time 
to time seem advisable to the Commission. 

‘* Resolved, That incandescent lighting wires should be pro- 
vided for separately from. all other wires, and be placed, 
wherever practical, ina conduit by themselves, subject to 
such regulations as may from time to time seem advisable to 
the Commission. 

‘* Resolved, That the Commission hereby invite all com- 
panies and persons in the city of New York using electrical 
conductors to submit estimates of the number and kind of 
conductors they will respectively require in an underground 
system in the several streets and highways of the city, and 
as to all other matters relating to their respective service, to 
submit such practical suggestions as to the elaboration of the 
general plan of the Commission, not at variance with said 
general plan, as they may desire to submit for the informa- 
tion and consideration of the Commission, the same to be 
submitted within 10 days from the receipt by said companies 
of copies of this resolution, which the retary is hereby 
requested and directed to communicate to them withcut de- 
ly. © * 8 © 

‘‘Resolved, That the engineers of the Commission be directed 
to continue their investigations of the manner in which the 
plan of the Cominission should be elaborated for each of the 
separate services and localities of the city, and to report such 
facts and data as they may collect from time to time gener- 
ally. 

‘‘Resolved, That the engineers of the Commission be directed 
to submit to the Commission as soon as possible accurate spec- 
ifications proper to be furnished to such constructing com- 
pary as may become the agent of the Commission for the car- 
rying out of the work of the length, size, capacity, etc., of an 
asphalt drawing in-and-out conduit to carry all the telephone, 
telegraph, etc., wires required in the localities and districts 
of the city where the Commission have decided to begin the 
construction of subways, viz., from Twenty-third to Fifty- 
ninth street, river to river, and also on One Hundred and 
Twenty-fifth street from river to river.” 

The resolutions omitted relate to the legal form of the 
contracts to be made, and their submission to counsel for re- 
vision. 


Electric Railroads in Pittsburgh. 


An electric railroad is now to be constructed on the South 
Side, this city. The route extends from South Thirteenth 
street to Mt. Oliver, passing through Allentown and Knox- 
ville. The total length of the route is two miles, with grades 
up to 14 ft. in 100 ft. The parties at the head of the enter- 
prise are: Thos. Evans, President ; Henry Stamm, Trea.u- 
rer; James W. Patterson, Secretary. The company is 
named the Pittsburgh, Knoxville & St. Clair Street Railroad 

0. They intend to run five motors simultaneously, so as to 
start a car every 5 minutes. 

Another electric railway is going to be built in this vicinity 
—in Allegheny, on Federal street, beginning at the city mar- 
ket house, running up Federal street to Perrysville plank 
road, and on this to the second toll gate. The directors in 
this railway are: O. P. Scaife, President ; Arthur Kennedy, 
Secretary ; Wm. Thaw, Jr., J. B. Scott, J. A. Parke and 
C. Caldwell. It is the intention to extend this line to the 
corner of Market and Liberty streets, Pittsburgh. Thenam_ 
of the company is the Observatory Hill Street Railway Com 
pany.— Pittsburgh An.erican Manufacturer. 


" The Harlem River Bridge. 
‘he Harlem River Bridge Commissioners yesterday after- 
noon held a short session, and announced that they had de- 
cided to award the contract for building the bridge over the 
Harlem River at 181st street to the Passaic Rolling Mill Co., 
of Paterson, N. J. The Commissioners also covsidered the 
propositions which have been made by Messrs. Vaux & Rad- 
ford and rejected them. Only three bids were submitted to 
the Commissioners for the erection of the entire structure, 
including both the metallic and the stone portions, and of 
these the bid of the Passaic Rolling Mill Co.—$2,055,000— 
was the lowest. The other bids were those of the Union 
Bridge Co., for $2,058,000, and the New Jersey Steel & Iron 
Co., for $2,245,000. The construction of the bridge will be 
begun at once. and the structure is to be ready to be opened 
to traffic on June 28, 1888. t 

No changes have been made in the design which was 
originally adopted by the Commission, though some minor 
‘uodifications may be found necessary in the masonry work, 
'n consequence of the greater depth to which the piers will 
have to be sunk. The foundation of the main pier will be 24 
ft deeper than the original specifications stated, and it may 
yet be found necessary to deepen the foundations of all the 
other piers. According to the design adopted, which is a 
modification made by William McAlpin from the first and 
second prize design submitted to the Commission, the new 
bridge will extend ove: the Harlem river from Tenth avenue 
and 18\st street, on the west side, to Aqueduct avenue on 
the east side, a distance of 2.373 ft, The first 355 ft., how- 
ever, from Tenth avenue, will be simply grading. The total 
width of the bridge will be 80 ft., of which 50 ft. will be 
“arriageway and 30 ft., divided into 15 ft. on each side of 
the carriageway, will be sidewalk. The floor will be 145 ft. 
above mean high-water mark. From a central stone pier, 
40 ft. thick, will sprinz on both sides a steel and iron arch 
°O8 ft. long, with a rise of 99 ft. The land end of one arch 
Will rest upon a pier on the west bank of the river, and the 
end of the other arch, which will span the railroad track, 


Commerce avenue, and Sedgwick avenue, will rest on an- 

other pier back from the river, east of Sedgwick avenue. The 

two masonry sections will be alike, though not of equal 

length. That on the west side is to be 277 ft. long, and that 

on the east 342 ft. long. The masonry portions will be al- 

= entirely of Westchester gneiss.—New York Times, 
nly 15. 
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Railroad Young Men’s Christian Association. 


The Monthly Reporter, published by the New York Brancl 
of the Association, states that 72 members were received 
during June. An entertainment given by the Association 
netted $300 for the library fund. Improved accommoda- 
tions are to be provided for the Sixtieth Street Branch at the 
freight station on the Hudson River. 

A flourishing branch of the Association has been organ- 
ized on the West Shore road at Weehawken, and rooms have 
been provided for reading and sitting rooms for the em- 
pore. This branch will be under the direct control of the 

ew York branch at the Grand Central Depot. 

A new branch of the Association, starting off with 70 
members, has been organized at Frankfort, N. Y., where the 
principal shops of the West Shore division are located. 

The members of the Association are naturally very much 
rejoiced at the prospect of the excellent accommodations 
which will be afforded them in the new building which Mr. 
Cornelius Vanderbilt has offered to erect for the use of the 
employés of the New York Central and its leased lines. Mr. 
Vander bilt’s offer has already been referred to. A cut of 
the new building is published, which shows a very elegant 
design. Work on the building is to be begun immediately. 


Attempt at Train Wrecking. 


On the afternoon of July 7 a brakeman on a local freight 
on the West Shore Rae § while going fcrward to opena 
switch at Canajoharie, N. Y., found a large dynamite 
cartridge placed upon the track near the freight house in 
such a manner that the wheel flange of the first train passing 
would be pretty sure to explode it. Itis supposed to have 
been placed there in the expectation of wrecking the west- 
bound passenger train which was nearly due. The freight 
was not on its regular time and, under ordinary circumstances, 
the passenger train would have been the first one to pass. An 
investigation has so far discovered no clew to the person who 
placed the cartridge. 


He Earned a Medal. 


Dwight M. De Silva, labor agitator and labor candidate 
for member of assembly last year, was greatly surprised 
Wednesday noon when his fellow-workmen in the Fall Brook 
shops suddenly gathered around him. He was more sur- 
— when John Dormer stepped forward and presented 
im a bronze le, nearly four inches in length. From the 
back hung a medal bearing the inscription *‘ D. M. De Siva, 
Full Time, June, 1886.” It wasa reward of merit for having 
worked the first full month in his life.—Corning (N. Y.) 
Paper. 

One Cause of the Increase in Lackawanna Cuval 

Tonnage. 


Dennis is now living in a flat which « verlooks the Lacka- 
wanna tracks. Across the street lives an Italian nobleman 
in reduced circumstances, who ekes out his existence with the 
aid of a poor monkey and a worse hand-organ. To Garibaldi 
comes Dennis cne evening, and, after passing the time of day, 
warms up to the subject in hand. 

‘** Av ye plaze, Misther Garibaldi,” says Dennis in his most 
unctuous and wheedling tone, ‘‘ wud ye have any objections 
to loanin’ me yer munkey fer an hour or two ivry mornin.’” 

‘* What-a for you want-a munk ?” inquired the count. 

‘*Niver ye mind,” replied Dennis. ‘* What wud ye charge 
a mornin’ fer the use av him ?” 

The count suggested that 10 cents an hour would be the 
proper figure, after vainly attempting to find out what Den- 
nis was going to do with the monkey. Dennis haggled and 
tried to beat the Italian down, but Garibaldi wouldn’t have it 
that way and the deal was closed at his figure. 

Everything went beautifully fora few days. The money 
was paid promptly and the monkey was returned regular! 
in time not to interfere with the requirements of the count’s 
profession. To be sure the animal looked a little hollow- 
eyed and careworn, but in the main was in good condi- 
tion. 

Finally, however, the Italian’s curiosity got the better of 
his avarice, and he told Dennis that the monkey would not 
be loaned any more. This announcement had a most de- 
pressing effect on Dennis. His megatherian intellect rose to 
the emergency though, and he proceeded to effect one of 
those masterly financial coups which dazzle people who are 
not familiar with the workings of the capitalistic mind. 

‘*Garrybaldy,” said Dennis, ‘‘av ye'll promise to act 
square and not give the racket away, Ill be after takin’ ye 
ee and gin ye half the profits fer the use of the 
m ey.” 


“All-a right-a,” said the Italian. 
What-a you do wid-a munk ?” 

At this the new partners shook hands, and each took 
another pull out of the can of beer which Dennis had waril 
provided to lubricate the negotiations. Then Dennis, in his 
customary lordly manner, put his arm through the Italian’s, 
and together they sauntered over to the backyard of the 


‘*Me skewarr-a man. 





apartment house where Dennis lived, 





** D’ye see thet ther pole, Garry?” me Dennis, pointing 
toa pole some 15 ft. high, surmounted by a cross piece. 

The Italian couldn’t very well help seeing it, and remarked 
that it was within the range of his vision. 

‘* Dye know phwat ther is beyant the fence ¢” said Dennis. 
‘* Thim’s the railroad thracks. Now thin, Garry, this is the 
snap. Early in the morpin’ whin tbe coal trains begin to 
come in I put the munkey on the pole. The brakesmin is all 
out on the cars riddy to go up the thristles. Ivery mother’s 
son of thim flings two or three pieces of coal at the munkey. 
I've laid tin tons away in the cellar, and divil a wan of 
thim’s hit the munkey yet.”—Maaz, in Buffalo Sunday 
Express. 


A Singular Accident. 


A dispatch from Wilkes-Barre, Pa., July 8, says : ‘‘ Obadiah 
Rumsey, for many yearsa conductor on the Delaware, Lack- 
awanna & Western Railroad, was killed this afternoon. He 
was on a coal train coming from Northumberland, and when 
the train was near Plymouth he went out on the locomotive 
and sat down on the pilot. As the train passed a crossing a 
few minutes later the engine struck a horse and wagon, the 
horse being killed. Rumsey was thrown from the engine and 
run over, both his legs and one arm being cutoff. He lived 
buta few minutes.” 


Fast Time. 


Baltimore & Ohio Railroad men have not yet ceased talk- 
ing about a remarkably fast run made from Benwood to 
Grafton a few days smce. The engine was No. 740, one of 
the four new ones recently turned out from the B. & O. sho 
at Mt. Clare. They have 56-in. boilers and 230 flues. The 
cylinders measure 18 by 24 in., and the driving-wheels 
measure 69 in. in diameter, and the engine weighs 50 tons, 
Milt B. Stover was the engineer at the throttle. The train 
was the second section of train No. 6, and was composed of a 
baggage-car and one coach. The 96 miles between Benwood 
and Grafton was made in 2 hours and 7 minutes, and 7 
minutes of this time was lost on a bad piece of In the 
96 miles traversed there are three 90-ft. grades. The run 
was made to carry some missing baggage to Grafton, and 
was the fastest ever made on the Fourth Division. The 
fastest run prior to this was made by George R. Crawford, 
engine 298 (64-in. driving wheels), in 1882, taking regular 
section of train No. 2, composed of a baggage car, three 
coaches and one sleeper; the time made from Grafton to Ben- 
wood was 2 hcursand 28 minutes.— Wheeling (W. Va.) In- 
telligencer, July 6. 

A dispatch from Wabash, Ind., July 6, says: ‘‘ Jack Ter- 
rell, known as ‘Three-fingered Jack,’ the well-known engi- 
neer on the W.. St. L. & E. has made the fastest run ever 
known on the Wabash. He left Kansas City at 3:45. m., 
with engine 29, drawing the special train of Superintendent 
George E. Stevens. Terrell reached this city with his engine 
just ahead of fast passenger train 44 which leaves St. Louis 
at6a.m. The special was dropped at Peru, where it arrived 
at 5:30 p.m. The distance from Kansas City is 563 miles. 
The officials of the Wabash are very jubilant over this excep- 
tionally fast time, which shows that the road is in excellent 
physical condition.” 

This run of 563 miles was made in 13% hours, or at the 
rate of 40.95 miles an hour, without allowing for stoppages. 
The dispatch states that the entire run was made with the 
same engine, which is extraordinary. 
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Derailed by a Pratric Fire. 


A Montreal dispatch of July 10 says: ‘* Assistant General 
Manager O’Shaughnessy, of the Canadian Pacific Railway, 
furnishes the following particulars of the accident at Donald: 
The eastern train, which left Port Moody at 13 o'clock 
Wednesday, and was due in Montreal next Tuesday, met 
with a serious mishap a few miles from Donald, the principal 
station in the Columbia Valley. The extreme hot weather 
had caused the bush and prairie to be exceedingly dry, and a 
fire occurred which soon spread into a vast conflagratior. 
The intense heat caused the rails to warp, and the result was 
that the train was derailed. The train consisted of a bag- 
gage and mail car, second-class car, one first-class car and 
first-class sleeper. The fire was a considerable distance from 
the track, and the train would have pushed through safely if 
the rails had not been warped, causing the train to leave the 
track. The baggage and mail car, with first and second- 
class cars, were destroyed. The sleeper, with all mails and 
baggage, was saved. None of the passengers was injured.’ 
A Drammers’ Train. 

A Montreal di: patch of July 12 says: ‘* The Canadian Pa- 
cific Railway Co. is about to start a commercial train over 
its lines to enable merchants here to push their trade in the 
Northwest. The train will consist of diving, sleeping and 
sample cars, the latter to be fitted up with shelves and tabks 
on which salesmen can display their goods at each pomt 
where the train stops. Stops will be made at Port Arthur, 
Winnipeg, Portage La Prairie, Brandon, Regina, Calgary, 
Donald, Kamsioays and Yale. Twodays will be allowed at 
Winnipeg and one day each at the other places. At Port 
Moody five or six days will be allowed to salesmen to visit 
Victoria and Westminster. The return trip will occupy @ 
month. The rate per half car will be $300 from any point 
between here and Detroit River, including accommodation 
and meals for salesmen. 


Frauds in Railroad Shipments. 

The May staterrent of the St. Louis Weighing Association 
has been completed and submitted to the traffic managers of 
the lines in interest, which are the Chicazo & Alton, the 
Wabash, the Indianapolis & St. Louis, the Vandaiia, and 
the Ohio & Mississippi. Railroad officials will find noth- 
ing new or startling in the exhibit, for the methods and 
tricks of dishonest shippers are pretty well understood in 
railway circles, but not well enough known, however, to be 
defeated at all times. In fact, that is not expected, but the 
Superintendent of the Association is expected to keep a sharp 
| soheut and prevent as many abuses as possible. The state- 
ment, which is very full and covers every ciass of merchan- 
dise, does not embrace corrected billing as to classes, but is 
confined to detections of false weights at which ship- 
pers tried to get their freight billed at. In the 
month of May the total number of cars weighed 
was 2,052, and the total excess over the weights fur- 
nished by shippers and certified to as being correct 
was 2,709,900 pounds, which is equal to about 135 cars 
or about six trains. The Weighing Association has been in 
operation a long time, and it is fair to assume that unless a 
good round per cent. of shipments billed at underweight are 
gotten through without detection shippers would give over 
the practice. It would appear, therefore, that although 
enough false’y billed merchandise was detected and corrected 
in May to load 135 cars, enough escaped the sharp eyes of 
the association to warrant oo in keeping right on in the 
good and laudable work of ting the roads, for the June 
repert will show no material change from the May exhibit, 
and what is true of May and June has been true of every 
month since the association urdertook the prevention of these 
rascally methods to get something for nothing. a 
As stated before, this exhibit does not embrace false billing 
as to classes nor of shipments less than a car load. The loss 
in revenue to the roads from false classification is perhaps 





even greater than from underbilling, for the opportunities are 
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so many more. A box of goodson a whole dray Joad that RAILROAD EARNINGS IN MAY. 
should be classed at or near the top, could be billed ata class | _ ’ f = at fo eee a ES 
whose tariff would be 50 per cent. or more below what it | ~ ee ne. act | 
should pay, and the ovly way to detect such frauds is to open MILEAGE. Earnings. EarRNInes PER MILE 
the pathaget and inspect the contents, which is done every a i 
hour of the day; but for all that, and notwithstanding the | N4™# oF Roap. |———-——— —i l l = 
care and watchfulness ot the inspectors, enough escapes them 1886. | 1885. | Inc. | Dec.| P.c.|| 1886. | 1885. | Inc. Dec. |P. c.|| 1886.| 1885 | Inc. | Dec. | P. c. 
to pay shippers to take their chances against the sharp-eyed| || +a 6 1] 
detectives. In connection with this it is but proper to state “paarend moans — 
as a kind of a defense of the crooked shippers of St. Louis, that | - ae 2 eee YS 3 Bee : 
the June statement of the Indianapolis Weighing Association 
shows that the arrests there amounted to 5,629,870 pounds, =~. 9° 
which was an average of 1,988 pounds per car against only | })° 5 ‘\ Y. eo Ph 663 
1,320 detected in St. Louis. This shows there is either more | Buf” Ro. & Pitts} 294 
honesty in St. Louis or shippers bere are smarter than the | Daubury & Nor. | 37 
Indianapolis underbillers.—St. Louis Republican. Grand Trunk... | 2,99 
Long es A ee 
: N.Y. C. & H. B..| 1,541 
ANNUAL REPORTS. N. Y. City & No. 54 
~ —— : N. Y., L. E.& W.| 1,075 
The follow 3 is an index to the annual reports of railroad | N. Y. & N. Eng . 392 260.305) 
companies which have been reviewed in previous numbers of | N. Y..Ont.& W.) 321 105,716} 102.654| : 
the current volume of the Railroad Gazette : N. Y., Sus. & W.| 150 87.2 4 85.294 1,910 
P Page, | Northern c en. | 7 447,236]  454.917)........... 
2 . ~ “oz: | Penn. Railroad..| 2,340 4,178,580) 3,890.469 288.111 
Sete h tee unc.438 hots, B. Albany & Chl...-255 | phils. & Reading | 1,560 2.409.440) 2'877,423| 32.017 
Top. & WO.ncs: 202 Manchester & Lawrence. . 414 | West Jersey.... 200 104,326 96 069 8,257 
seeee----485 Marquette, Houghton & Ont ..414 ——— —_— | ~— 
i Mexican Central........ .... - 486 Total, 16 roads |12,393 13,679 612) 12,064,758) 1.658,675 
Sat Poe Mek Wentae OREM GM cic icccccck MMA d Mlscsse sscee Pewechccecuck 1,614,854 
Mississippi & Tennessee ........1 ae - = as en oe = ree 
teens Pecifie.-c-scens--<.208 SOUTHERN ROADS. 
ashua & Lowell................ = aamaneaen : mre 
Rear noe & COl......--106 | als. Great So...| 290 78,224 5 0.1|| 269! 269 
®@ New Haven & Northampton..208|Chesapeake&O.) 502 247,112 60,180 24.6), 612) 492) 120 246 
55 New London Northern ..... 1% Ches., O.& 8S. W 399 112,788 903 0.8 285) 283 2 OR 
New Orleans & Northeast 3] Cin .N.O. & T.P 336 187.247, 7,985 4.3 581) 557 24 43 
N.Y. & New Engtand 16 | East T., V_& Ga 1,100 276,871 4.2 2.6|| 258] 251 Bis oul 8S 
¥ % * zane,  avttent. ... 231 E., Lex.& B.S.. +30 3, 49,928 13,199|..... . ...| 26.4/| 486) 384! 102 26.4 
N.Y.’ Providence & Boston... 25 | ill. Cen., So. Div. 711] 282.265; _ 302,106|...... .... 6.5}} 387) 425)... 28) 6.4 
N.Y” Railroad Commission. ... 33 | Louis. & Nash...| 2,015) 1,037,714) 1,102,414|..... .. 4 5 9|| 515) 547 32| 59 
N. Y., Susquehanna & Wes'rn..139 | L.. N. O. & Tex.. 533 |] 103,651 75,612 28.039 7.1 ees ae ee 7.1 
N. Y., West Shore & Buffalo... 53 Mem. & Char... 292) 82.661 76,470 6,191 8.0 283) 262 a 80 
Norfolk & Western... ........... 104 | Mobile & Ohio... 527} 144,762 122,653 32,300) ....ss00....| 9.6 256; 233) 2%)...... 9.6 
Borthoen o— te eees oes “196 | N., Chat. & St.L| 580) 172,329 167,495) | ere 2.8|| 297) 289 Gicccat 2:8 
Henthetieen eats ia cites te |N.O. & NorthE.| 195] 43,048 49,764)... 5,816) 11.6), 225) 255)......| 30) 11.6 
Northern (New Hampshire)....414 ag 3 - W — 512} 235,700 192,827 42,873)... .. 21.2 460} 377] 83)... ..| 21.2 
Ohio & Mississippi.... a 174 ich. & Danville 797} 276.400 Oy ree 15,677; 5.4 365 OTE. ican 21 5.4 
Panama........ ; 7 ae Ch ,Col. & A..| 377} 46,344 46,286 Po eee 123] 198)....|.....|..... 
Pennsylvania & New ae Col. & Green’e. 296) +s s-|| 28.763 , eee 6,854) 19.1 7 SRO}... .3. | 23: 19.1 
ew gent yp Ae ia. Ga. ane % ou a 47,484 43.883) 3,601)...... sad] VBR 150) 342) Sst.) 82 
oria, ++ LDR fa. Midiand...| 352 | 117,023 i eae | 2.316] 12]i 333) 339).....) 6 19 
pniladelphie & Reading......--..48| west. N.Caro.| 286] | s2'omn) = 647)... 3,451) 9.5||' 115) 133)... 18| 13.6 
i Pittsburgb, Cin. & St. L 22.2. 304 | South Carolina..| 246} 58.416} 58.104 senses] OD. Sal See ae 0.5 
en Pe FFs OE es Sa aa 367 Pittsburgh & Lake Erie......... 68 | Vicks. & Merid’n 112 i| 36,286 25,929 oe 39.8 256) 183 »: Re 39.8 
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Jonsolidation Coa tee eeereedi tts., McK. & Youghiogheny... 68] Total, 22 roids 10,895/10,876, 19 ...... .. ..|| 3,778,501} 3,699,183} 197,973) 118,655)... .. 347; 340 Ae ae 
Camberiand Valley -..... .... 907 Pitts. Wheeling & Ky... ...- $94 | votal ine. or dec. .......| .... .| 19)... tain SRG pee 70(318|........... | eer! Reva Ee | bares Wat 
Del., Lacka. & Western...104, 153 Providence & Worcester 320 a | Sea, ! | 
& Rio , 139 Richmond & Alleghany. 86 ce ee ae rad nee Ti ee 
291 Richmond & Danville. 85 CENTRAL GROUP. 
2% mee ge re ertdi ad rot 86 | ~ : rem ] -5 . - a*s — e 
im. Bs Rochester & bitsaburgh.------- $0 | cairo, V. & Chi. 35.097] 38,048) 17,180/...........| 45.1] 
ROLLE URE OS 4c04- bsceba’s 68 St.L, Iron Mt.& So....... ... 367] Chi & East. Tl.. 116,920 8 eee 9.590! 7.6)) 
Cin. & Lon'sv... St. L. & San Francisco.192, 343, 360 | Chi. & W. Mich.. 111,305 O° Aaa 545! 05!| 
& ken.....5367 St. L., Van. & Terre Haute.....292 | C., 1., St. L. & C. 91.698)! 2175 we=| 9 oll 
By 92 1C., & 191,698 192,175|....... nell 477| 0.2 
rigesceeeeeeree oe See er ee ecsicre 255 1 C.. Wash. & Balt. 144,715, 119,975) —-24,740)...........| 20.6]| 
: > in nta Fe 454 South Carolina ; 208° 30x | Clev-, Ak. & Col. 43,065 é 475}. 6.1| 
, Han. & Getw’g.414 ; nee. « wien: 29,254 87 6.9 
e+ seece secesssscesces 192 CL. C., C. od.. 284,456 47 12.9|| 727| 644 83}......| 2129 
Texas Central... Cols H..Vik ®. 174,930 f R 4.2 533 418 15 | 29 
& Broad Top M Det., Lan. &. No. 97.706 6.3 375] 400)...... 25) 6.3 
Br. = <4 te 58,765 3.9}} 403) 419)... .. 16) 39 
- > | Flint Pere M.. 190.415 9.4)) 526) 481 4: --| 9.4 
§ Vicksbare Shrevenort & P..2.4e3 | ll. Cen., I lines 487,035 : 6.4 | 5 "|" 38| 
Virginia Midland. .......... ...13¥ |Jnd , Bl. & West. 180.686} 160,607 rene i 
Western Maryland ............. 139 | Ind.. Dee. & Sp.. 26.867 23,122 ee 16.2 
Western North Carolina........192 | L., Ev. & St. L... 62.263 57,198 5.065} wee ceesees 8.9 
ee Oe. meena. . 2S N. Y., Penn. & O. 514,915 368,760; 146,155).......... | 39.6 
ai ¢ Worcester, Nashua & ‘Roch.....191 | OB!0 & Mississip. 298,034) 275,449) 2uibo8] 0000 | “82 
eee tated tasers 804 Wrightsville & Tennille ....7.11256 | Qhio Southern .. 31,159 31,845).......... 686) 2.1 
St. L..Al. & T.H.: 
Main line. aye 98,298 78,931 19.364... weseee| 24.5) 
Mobile & Girard Belleville line.. 51,508 47,796 3,712)... 26.2006 7.7 
— i Wab., St. L. & P. 959,243} 827,985} 131,258)........... 16.0 
This company owns a line from Columbus, Ga., to Troy 4 “apd ~ =4 043 2 ik 
r r : a J) Total, 22 roads 298 i af : d 53,47 
Ala., 84 miles, and its report is for the year ending May 31. | otaliue or cee, Biedisdinccadt | ST ae 
The company has $987,164 common stock, $284,980 pre- | ba tacaahae Waihie’ ti ears F teat ig AEE eae 5 
ferred stock, $261,000 second-mortgage 8s, $19,000 third-|-—-—-— > TES RE PRE TT g aaa wane 
mortgage 6s, and $800,000 third-mortgage 4s. The old first-|_ A srieimcnariticaasnsesi Mn asx: ste 
mo bonds have been paid off. The Central Railroad l nia Jie ere Dig nt: 
Co. of Georgia indorses the second-mortgage bonds and holds | Bur..Ced R.&No.| 990 990)...... ee ee 211,355 oe 28,030) 11.7 
most of the third-mortgage 4s. hag ade pail pas LS ree en 108,398 88,777) 19,621) ......++0- £2.0 
Pape : . en Ubi. & Alton. ... | 5) 850). seamen an oa 581.278 | 1.7 
wan a for a lease of the road to the Cen- Gaur Bur. & Q...| 3.646) 3,467| 179|....""|'"8:i|| 3,981.67 48 
A : is . Chi., Mil. & St. P.| 4.921) 4,804) 117)...... 2.4)| 1,768,000 5.7 
The earnings for the year were as follows : Chi. & Northw.. | 3,948) 3'840| 108)... 2. 2.8|| 1,980,300 2.4|| 
1885-86. 1884-85. Inc. or Dec. P.c | C., St. P.. M.& O} 1,340) 1,320 | ner 1.5 459.200 39 
Earnings. $217,757 $224,297 D. $6,540 2.9|DesM.&Ft.D..| 143) (148)... 0.).000 J... 24,484 is 
Expenses 158.572 177,736 D. 19,194 10.8 On by ara = aay ep 130.200 3.5 
ehddaiesthie, beooaeer —— wee | ME. H. & Ont. . | a conse 130,651 3.8 
Net earnings......... eeoee $59,185 $46,561 I. $12,624 27.1] Mil.,L.S.&W..| 533! 491) 42)......| 8.0 196,045 4,2 
Gross earn, per mile... ... 2,592 2,670 D. 78 29] Mil & Northern. 227 | RE RRR 47,815 f 0.3) 
Net SL AS ee 705 554 I. 151 27.1} Wisconsin Cen..| -440) 440)......)/......)., . 114,646) 120,062)}.. ....... | 5,416) 4.5 
Per cent. of exps .......... 72.8 70.2 D. iit a Total, 18 aad alk ll eR ae (— 
. rots : ’ - s. | 18,100 3: 56 74 7,782,337)  224,7 272 
The Superintendent’s report says : ‘‘ While this continuous eoaeh ink _—_ i 100/176 Be = ey "36 1,458,040) 7,782,537, 224,708) gr 0.6 
yearly reduction in revenue is much to be deplored, yet it ; cl iar rns | Wael poate elie . ee 4 ; 
gives me pleasure to say that we have met every obligation }~_—<#£@-@-—-4-@-@--AM TF Lua SH Wggeaskggtte ahtcieseamemmamenis 
and have continued to a the condition of the roadway ROADS PURIRWET OF Sf. PAUL. 
and track as well as the rolling stock, as will hereafter ap-|~ SF ' | rit! Cael ates, pa ee l | wariq wat . 
pear. This, of course, could only be accomplished by the | Canadian Pac...) 3,527) 3,064 4€3)...... i4.9 807,296 612,587, 194,769)...... .... | 31.7|| 228) 200) 29)...... 4.5 
closest economy in al] departments of our work.” Northern Pac...| 2,778) 2,453) 325)...... 13.2 983,73) 901,101 82,630]........ 354 367]...... } 13) 3. 
* > —, . Pn . on ea eonew ‘“s He Tang 83,129 yy | re ae 5.6 501; 370; 131)..... 35 c 
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ttahoochee River is in progress. At the first annual SOUTHWESTERN ROADS i — 
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port : epee | nail Ty Tk ee 
~ 4 Pe ee | a eee Oe 31,869 | ae .| 10,474) 24.8|| 221] 294]... | 73) 24.8 
Our road approached that degree of completion which|G C¢8. Fe... 660) 586 i241... 23.1)| 153,489]  116.103| 37,386)... ..... ~-| 32.1|| 233] 27] 36) .....| 7.4 
enabled us to run cars to Lumpkin about Feb. 20 last.|K°C.Ft S.&G. 389 389...) 22... 191,107,  199,084|... ....... 7.977| 4.0|| 491] 5 ( 
Though the season since then has not averaged over wellin|K.C..S8.&Mem. 282 114,906} 181,915).. ........ | 17,009} 12.9|) 407 x 
traffic, as the last of the three months has been dull, yet earn-; Little R & Ft.S.; 168 4,428 | 31,909 12.579)..... .....| 39.3] 265 
ings have been much better than we expected. In the first Lit. R., M. R.&T. 17 24,499) 19,132 * | Perr 28.2 144) 
place we issued 3 per cent. riding scrip and paid it to our | St. Ark-&Tex.) 735) 730/002. ws) ee) 98,272) 61.757  Saeahaapaertas | 52-0) 227) 
stockholders on and after March 1, asthe same has been | \" oo Pa te ak wai, Beene! Mae er ersl er ase siceietins inne 1554! ie | Me 3} 7 
called for, which, while it was paying our debts, did not| “~~~ °° )_ )_ nara Peg ae i Sonn Len: Seemapeoey | SY 
bring money into our treasury. ring this period our} Total. 9 roads..| 3,588} 3,408! 180|......|......|| 1,038,088]  947,736| 127,366 37,014)... .. 289] 278 11)......|..-. 
earnings have been sufficient to pay all operating expenses, | Total inc. or dec.)... ...|... ... ee 60. TUT POR cb 23 eens c ccc ee) ee rec eh siccsen| Pail conce- 4.0 
the epee on our bonds and $777 moatbly as net earnings. | _ | i | | | | 
“ . . = > ve a ant ae : .. = — 4 Bs “a TF ~— = - aa —<- 
y reference to schedule it will be seen that our debts TEES : . 
— to el om eh how shall we liquidate this in- | - ° ——_._ err ae me oe ———_—_— 
el ness ? stock subscribers had paid in promptly as > ‘ | 9 ans| on | 
, A.,T. & 8. Fe...| 2.418] 2.875) 4¢ : .198,17% 34,08 ‘ - 3} 0. 
they should, and we had issued $15,000 more bonds than we | Deb. @ Rio G2) Tare Lael... | sr BS geass! Masssee | Boll 371| 333) asl... 3) 50 
did, we would to-day be almost clear of debt. But having | Den. & Rio G.W. ei 78.945 78.445 “ie 0.6 215° 214 | 0.6 
these debts, we must provide for their prompt payment. Our | St. J. & G. Isi'd.. | 89.681 67,429} 22.252)...... ....| 32.9]| 356) 268 32.9 
company has a fine credit, and it is our duty to preserve it. | Texas & Pacific.. 449,908 350,140 99,798)...........| 28.5|| 303) 235} 68] 28.5 
The plan which seems most feasible is to issue extension | U»ion Pacific... 2,211,448] 2,067,827; 143,921)......0.0.. | 7.G|| 489) 460 
bonds of the denomination of $500 each, payable 20 years nis am Raat 2 nari 7 ds) ers 
hence, tothe amount cf $5,000 per mile. Let these bonds be BR wleg phy nog ».}| 4,516,587 4,212,947) ee twas ++ ons) 436, 409 pete 
secured by a first mortgage on such extension as may be anaes trea 2 Set geek Ailmbae Mel DE ac esp decals ed Beck! | eheeks | ph eeee! (Esl [embed Maal 
made and on all our rolling stock, and a second mortgage on 
our completed road. Such a bond, it is believed, would | GRaxp Toran: _ sis ie ard 
attract the attention of investors and be readily marketed, Total, 92 roads 37,288,839, 34,601,221 3,273,321 585,703) ...... |} 515) 403 QB} i... 20s] -0 i 
proceeds of which would be sufficient to liquidate floating Total inc. or dec. Bil asvoncineeed |-oee «> | 2,687,618)......... wh TT eccascc|scscese 22} .2.-0- sas 
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RAILROAO EARNINGS, FIVE MONTHS TO MAY 31. stock, construct and furnish shops with necessary tools and 
Be api oat eccaciieail, 1 . 
; | ‘ The contracts made require the com of our road to 
| MILEAGE. Earninas. ||  Ssmmwes ran Mrve. Antioch or Hannahatchee by Sept. Weer toe there to 
NAME OF ROAD. | — a= om pay a Be gl shortest point is only 
5 } | 5 | 5 | 7 miles. en we have reac e river our line can, with 
| 1886. | 1885. | Inc. | Dec P. ei 1886. 1885. Increase. | Pecrease.| P.¢. i 1886. — Toc. | Dec. | P. ec. the co-operation of other lines touching the river, haul cotton 
—_—  . — —_—_——— | from Americus to Savannah for $1 per bale less than the 
EASTERN ROADS. resent rate paid from that poe, and this $1 per bale will 
me ; ; LUE Bar Ty ——~ ——— saved to the producer on the entire line, and the saving in 
| $ 3 | $ 1] g | all other freights will be in about the same proportion.” 
Balt. & Potomac.) 92] _92)......|...2e8[e-ee 521,464) 591,586] .......... | 3,122! 5.5|| 5,668) : 5.5 
Buf.,N. ¥.&P..| 663) 648)... .|......]...... 974,076, 871.884) 102,192)....... ...| 11.7|| 1,469) 11,7 Iron. 
But., Roch, & F. 204 204 Sar tebediied:<piaintels 431.7 8 448,046. ‘weaail 16,278 3.6} 1.008) 1 3.6 
an. orwalk. | 37 ee ee ae : 76,304) i PY : 4)| 21 5.4 : : 
Grand Trunk....| 2,998 2,977) 8i).°.0".|"0.7)| 6,130,197, 5,731,856 398,841). | 7.0] 2.045) 6.3| This company owns a line from Ironton, O., to Dean, 13 
Long Island.....| 354] 354!...... l..sesfe e--e|| 930.942] 885,187) 45,755 .-| 5.2| 2.630] 5 2| miles, with 4 miles of short branches. It was for some time 
.Y.C. & H.R.| 1,541] 993] 548)...... 55.2|| 12,246,367) 9,592,942) 2,655,425] . -+| 27.6)| 7,942) 17.8 | & part of the Toledo, Cincinnati & St. Louis, but was bought 
B- City & Bes ‘ r i ti: er eran *begoogs d oars 1B Seal sedteen’ . he oer 2 at foreclosure sale in 1884 by its bondholders, who organized 
N.Y.. L. E. y.| 1,073} 1,075)}...... Wperaee, Se 986,964) 5,891. . ee || 6,500) -5| the present ‘ is y j 
N. ¥. @N. King..| 302} 392)...... veel see] 187,887) 1282-858) "234,070 i --| 19.0)) 3.70) 19.0 —— The report is for the year ending 
N.Y, Ont {ek OG Pee Sate 2,479) 355 1% - | 32% 3.2 : 
N.Y) Sus&W.| 130) so titcl| 9tet7St) fos.goa) 184837 3.4) 2,798) 3.4| _ The company has no bonded debt, its property being repre 
Northern Cen. ..| 322) 322)... |e-eeee err || 2,140,864) 2.181.552)... ..... : 1.5), 6,677, 1.5 | Sented entirely by stock, which was issued to the purchasing 
Penn. R. R...... | 2,392] 29.968] 54]... \"""3;4|| 18'914'067| 17'583.959) 1,330,108) 7.5|| 8.146) 5.2 | bondholders in place of their former securities. The stock 
Phila & Read...| 1,560) 1,560)...... pty Rilects || 10,888,354) 10,281,909) 606,445). 5.9 | 6,980) 5.9 | outstanding is $600,000. 
West Jersey.....| 200}  200)...... oii ‘a | 490,258) 399,745 30,513) ....... -| 7.6) 2,151) 7.6) The earnings for the year were as follows : 
ainiched aaa Le oe Gamal 6 7 eel igi 1885-86. 1884-85 I D P 
Total, 16 roads, |12,375/11,752| 623)...... a= || 63,243,888) 56,741,967 6,580,009 78,088).... .|| 5,111 -. | Ba . . ne.orDec. P.c. 
; 4 ‘ite 33 } | ee, COT $63,427 $44,884 I. $18,543 41.2 
Tot. ine. ordec.|....... fetes | 28)..---.) | oon |ereteeeeeees | 6,501,921|........... | 11.6)... . | | aie: 240s 4 ss'san, t 1.3 
SOUTHERN ROADS. ne Net earnings.. .... $31,022 $11,353 I. $19.669 173.0 
eat ed ' _____..|Grossearn. per mile.. 3,731 2,640 a 1,091 412 
i | | et bee" ats | aera! 1.55 sion call ef 8 wl 1885 668 I. 3127 173.0 
Ala. Gt. South..| 2930} 290 cesefeseees|| | 456,529 451,599 i)” Aaiaeegete 1.1] 1,574) 1,557) 17)...... 1,1} Per cent. of exps..... 51 11 72.3 D. 212 
Ches. & Obio....| 502} 502! velaee st] 1,497,018! 1,316,893} 180,125)........... 13.8|| 2982| 2.623] 359) ....| 13.8 The . . Freigh C web ny nesey 
Ches,0. &S,W.| 399) 309)... ..|......)cse. 6U7,662| "588,264 EE riven: ‘| “3.3]| 13523] 1.474) 49......"| 3.3] The earnings were : Freight, $47,768 ; passengers, $4,643; 
Gn, 0-O.4T.0] BON Wee... ..|-cscdascan 1,053,142} 1,001,273] 51,869]........... 5.1|| 3,134/ 2.980} 154]...... | §.1| miscellaneous, $10,016. The principal business of the road 
E. T.. Va. & Ga.| 1,100) 1,200)...... Hi!f, MOestes 1,570,969} 1,617,549)..........- | 46,580) 2.9) 1,428) 1,470)......| 42) 2.9] is in coal and iron ore. 
m.. L & Big 8. is sae coef seneelesh orth 208,065) ‘ po- f. 62,799 “\eacaeeal = | bE ne 7 483 ue Pee The income statement is as follows : 
. Cen.. 8. Div. 711 ia ele eadlcley ett 587, | 1, O7OB0S) 25. 0.0805 311. r & t is } \ 
Louis. & Nash... | 2,013] 2.055|.....| 40)" i1-6|| 5,208,676, 5,798,686) .....-- 548,010) 10.1] 2.585) 2,821|...-..| 296] 8.4] Deigerge aint eesee occ cg so ee, 81,082 
Louis .N. 0. &T | “'533} 471)" 62)... | 13.2] 625119) 469,561) 155,558].......".... 33.1|| 15173) 997] 176...-... PED oy ay: | a ee EE aeatibetlati | 
Mem. & Cnar...| 292) 202)... ...)7.0 Ujc.c.|]  5I5OI7} = 527,229)........... 11,712) _2.2]| 1,765) 1,806]......| 41] 2.2 P meses te ncee in sage 647 © 
Mobile & Obio }.| 527/87)... ..... ves] vseee]  BBL8O3)— 8OB,213)..- 86,320) 19-7|| 1,370) 1.534)....;-) 164) 10.7 San ce SEOOF 
Nash., C.& St. L.} 580) ies FR RS A 663; 879, 145)... ... | 29 5 5 40)......| 2. ——- 
N.Or. &N.E....| 195} 195|.. ..\or-c.|cecce |} 260460! _ 308,480)...,...... 48,021, 15.6)| 1.336) 1.582)......| 246 15.6 Surplus, June 30, 1886 ....... 2... veeeees veeeeseees $3,375 
Nor. & West..... Se RR eRe ee 1,221,261, 1,045,262! 175,999)........... 16.9}| 2,385) 2.042) 343)...... 169| The company last year began the payment of dividends, 
Rich. & Dan teen 751] 757, esd. Fae te 1,614,751 1,599,279 25,472). . 5 ia 16 2,133) 2,000) | 1.6 making one of 2 and one of 214 per cent. 
.., Col. & Aug. 37 = eee 30, | oases y 6} ef = J Th iti : g ‘ ; 
Col. & Green..| 296) 206)...-. |... |) Beeoe) «= 2Ra;778)..0 2 +: (aaa) Aap: Sen) Genk cc] altel eens pas een wall matataiae’, 
Geo. Pacific...| 317) 310) 7 | 2.3|) 298,660) 259,493) 39,167).......... 15.0}| 942) 837) 105)...... 12.6] 0a. : Aras © sae tee san 
- i —_ - } 3 AOD | | | | “3'4 | road’s track without compensation has been satisfactorily ad 
Vir. Midland .. i Saag eee | 400 & I HF 13,622; 2.4/' 1,581) 1,619) ..... 38) 241° } a y 
WesternN.C..| 286) 274) 721.0027" 44) 195,771, 178,563) 17,208) | 9.6] 54) 83}... h,1 | Justed,and the two roads are working hurmoniously together. 
So. Carolina. ...| 246) 216). ....|.... Fe ..|| 458,592) 482.469)... .......| 23,877) 49]/ 1,864) 1.961)..... 97| 4.9 — 
Vick. & Meridan.| 142} 142)... . |... |---|] 205,728) 172,852) 32,877)....... -.. 19.0)| a ol 232|......| 19.0 Montpelier & Wells River. 
Total, 22 roads. |10,895/10,854, 81/40). ...|| 20,477,534| 20,829,315, 788,547) 1,140,328|......|| 1,879) 1,919]......| 40)... This c ina from W : , 
- pe 1a S0E) sows awd lem vol] 2,000) 20ee) 4 Ss company owns a line from Wells River, Vt., to Mont- 
Tot. inc. or dec. |. sobs] soceee] ED) a..0- EE She - cances Css dst dan | ecccceres- | $51,781 1.7) buiseas [reeeees Lssaeah 40) 2.1 pelier, 33 miles. Its report is for the year ending March 31. 
andi : : The equipment consists of 4 locomotives; 4 passenger. 1 
CENTRAL GROUP. combination and 2 baggage cars; 42 box, 6 stock, 63 flat 
eee 7 _ —- sacar , —— | cars and 1 caboose; 1 snow-plow and 1 derrick car. 
Chi. & East. I..| 252] 252!...... | 657,109] 625,588]  31,621)........... | 50|| 2,608) 2,483] 125) ..... | 5.0], The company has no bonded debt. Its total debt on March 
Chi & West M..| 413) 413}. .|| . 533,085} 484,635) 48,450)... ....... | 10.0)| 1,291, 1,173) 118 ..... 10.0 | 31 was $42,342, a net reduction of $12,008 during the year. 
Gnd “4 < ay 342 at . ee ans ry se eceeeeees ry Soca Ryo ae eeeee a = debt is chiefly on account of equipment. 
}.,Wash. alt. 281 I, oft 5 | Pe ee | e 2 | 2,563) Y scdes 5 h rnin he yv . 
Giere.. Ak.& Col! 144| 144). ‘|| 3942008] 187,065 aga $7\| 1347 11209, 48\.00..| 3.7 bearings for the year were as Sellows : 
Clev. & Canton..| 161) 161)... 127.760| 116,826)  10,984)........ 9.3|| 791| 726) 68). 9.3] preigh 1885-86. 1884-85. Inc. or Dec. P.c 
C.. Col. Cin. &f.| 591] 391)... 1,458,619) 1,336.430 122,189)........... 9.1]| 3,240) 3,418} 312].....| 9.1 | Rreiamt... ............ +--+. $56.836 $57,053 D. $817 1.4 
Col.,H.V.& Tol) 328) 324 36,581 Co 12,478) 1.4|| 2,642) 2.713)...... 71) 2.6| Passengers.............-.-.++- 30,489 = 630.316 I. 373 «12 
Det.. Lans. &No| 261) 261). : payed AS B90} ..06.....00) 3.3 1,785) 1,733 58 a3 Mail, etc. ...........seee sees 7,422 «5,045 I. 2,377 47.5 
Ev.& TerreH...| 146, 146 278,322, 273.5 BN schon 7 | 1,873; 33)..... : EE a ER Py <a ne 9 
Flinc & Pere Mar! 362 # || 904,438) 774,388] 130,050)... :...| 16 9]] 2'498) 2,140) 358) °...: 16.9 Total. ..... .. .....--+- $04,747 902,814 I. $1,038 2.1 
Li.Cent., Il. lines| 953 953 ‘|| 2,873,942 2.401-816)......-.,| 117,874) 4.7/) 2,491) 2,615)....,| 124) 4.7 Expenses............. orteeeeee 86,485 110,589 D. 24,104 31.7 
Ind., Bloom.&W)| 532) 532 7 934,004 93,658] 40,406)........... .5|| 1.756) 1,680 | 4.5 = ee 6 ere, ouale 
Ind./D.& Spring} 152| 152. ! 1411844 128,213) 23.631)........... | 18.4 55) .....| 18.4 Net earnings............ $8.262 *§17,775 I. $26,037 . 
Lonis., E.& St.L.| 253) 253 . 312,609} 263,135) _49,474)........ .. | 18.8|| 1,236) 1,040) 196)..... 18.8 | Gross earn. per mile ......... 2,493 2,442 L 51 21 
| N.Y., Penn. &O| 587) 487 ‘|| 2,327,207] 1,932,716] 304,501)........... | 20.4|| 3,965] 3,293) 672) ..... | 20.4, Net eee ee 4s ee sees eee 
: Ohio & Miss...)  615| : 1,422°600| 1,474,214]........... | 51,614) 3.5)| 21813] 2,307|......| 84) 3.5] Percent.ofexps........... O13 1192 D. 27.9 
! Ohio Southero..| 13C| 192.802 74,200|  17.992).... ..... | 10.3|| 1.484| 1,345! 139) ..... 10.3 | Denet 
! Peoria, D. & E...| 254 277,599 ee ee 2946) 1.1|| 1,093) 1,105)...... | 12) 12 cit. 
oh. aL &T.H es i | bi ls oneet sa20n)' asi) 2208! 2.401) | gesl' ‘as Expenses include all renewals and improvements; also 
Main line.... . 5) 5 : 5,4: Si eee 263) 8.3)| 2, 401) ...... | 207) 3 | taxes, ins ; is — . m= 
| Bellevilleline..| 138] 138 ‘|| 270,518] 302,253)... "<.:| 81,733) 10.5|) 1,960) 2,190....-.| 230) 10.5 | there were heavy SS Oe. ee 
Wab., St, L, & P| 2,272) 2,272)... .||_ 4,879,228) 4,689,962 189,266) PRP dey: _4.0)) 2,148 2.064 d M)..----| _ 401 ‘The income statement is as follows : 
Total, 22 roads| 9,162) 9,158) 20,846,729) 19,935,859) 1,167,780, 256,910...... 2,275| 2,177| 98) .....| .-.- | es aa a ae eee . $8,262 
Tot. inc. or dec|.......]....00. } Deh ice cai Eicwseewaae 910,870... ....... | Gis scses- Seeka sd YOR... 4.65 | Surplus from previous year.........20... sesccccccccccece 18.612 
| | Tor —-—— 
J ey Fe er ae eee Fe eee 26,874 
- NORTHWESTERN ROADS. Interest on rolling stock debt .... 
” | 7 ack qroomt < iene ane ps-haserensneneensiny 
| | } ] ock in Ryegate Granite orks 
Bur.,C.Rap.& N.| 990] 990]......|....0./.-.00 1,047,509] 1,183,467 11.6) 1,058) 1,195)...... | 137) 11.6] Te 1 ep er wes rgetaeres 
7 Central Iowa... SIN] | “a97i259] _“480,565) 3.5 || pr a oe ee , i 15.342 
0 Chi. & Alton ... a3 aaewee Ra! uae of aan seas a ctale ot} #15) i anne 
7 Chi., Bur. & Qui.| 3, eee 9,374,827 380, .4|| 2,571) 2,904)...... 23) 14. Si . tee ee 538 
; Chi. Mil, & St. P.| 4.921| 4\804| 117)|......) 24|| 8,575,000) 8,746,459) 1.9} 1,743) 1821). :.::| 78) 4.3 SURI, BRN RE, RON 27s --+>+-e- le saee cane $11,532 
9 Chi. & No. West.) 3,942) 3,832} 110).....| 28)| 8,714,532) 8,682,610) 0.3)| 2:211) 2,266|:.."-.| 55; 2.5] This surplus is represented by $4,278 supplies on hand and 
y Ch., St.P., M. & O} 1,340} 1.320} 20)... | 1.5!| 2,184,313) 2,040,363! 7.0|| 1.630! 1,546, 84)... .| 5.4] paid for ; $4,729 balance due from agents and other roads, 
3 Des M.& Ft. Do.| 143) 3 A a 128,704) 141,959 9.3); 900) 993).....; 93, 9.3] and $2,525 balance of cash on hand. 
S Iil. Cen., Ia. lines) 402! 630,133, 612,935 2.8|| 1,567) 1,525] 4°!...... | 2, 
5 Marq. H.&0O...| 160 240,590 159,589) 50.8|| 1,504) 1,086) 418)...... | 38.4 Rutland. 
8 Mil., LakeS.& W| 533) 693,118 457,167 51.6 1.300 a3) 360 a 39.7 ‘ 
i a 7 | | . . > 
3 Wis. Central, a ret 550.795, 58 “65 5.1|| 1,272) 1,340|......) 68) 5.1 This company owns a line from Bellows Falls, Vt., to Bur- 
5 (Mien BBlicne: pio aie maken: | Pe ns IS eves Be -—|.——-|| -|-_—-|. —-|-_—. | ington, 120 miles, and leases the Addison Railroad, from 
- Total, 13 roads|18,094/17,613! 481 WEL Re 1] 35,756,238) 36,749,667, 544,935) 1,538,364|.... .|) 1,976) 2,087).. ... | 221)...... Leicester Junction, Vt., to Ticonderoga, N. Y., 16 miles. 
. Tot. inc. or dec) ...... Lena 481\.... “| + l fone saareseridl desep hae ereor [rveeee scene ara ane 2.7\| sees voohoneh ...| 111) 5.3} The whole property is leased to the Central Vermont Co. at 
2 | | | os | Ho _! a yearly rental of $258,000. The pe for the year ending 
‘ ROADS NORTHWEST OF ST. PAUL. June 30 relates only to the financial affairs of the company, 
SameamNnaene UNI Giareeh WAM Weaed Wel | : . giving no statement of the traffic or earnings of the road. 
| | 2 - 
Canadian Pacite| 2.587| 2010] $i7|....| 1721] Sassen] serzeds) g4aass).... | 247 | 000 common stock. ‘The funded debt. inchules, $1,500,000 
3 BCP e Duluth | 7325] 283). liul...|| 4231650] *"345.070| 78580] ......-"| 228/21) 22's | first-mortgage 6s, $1,500,000 second-mortgage 5s and $2,100 
6 St.P.,Min.& Man| 1,485) 3,471, 14|.... .| 0.9|| 2,463,754) 2,635,303)......... . old equipment bonds. 
2 —-= |- — |-—.|-—-|- —-| | ve The income statement is as follows : 
Total, 4 roads..| 7,985) 7,159 826) ee ee || 10,062,733) 9,192,262 eee 171.549) ry Pe sys a ps — as follows pe 
; Tot. ine. hee Une sane 7 eeopne ae bacowdee icc poset vere 70, »oateoas : Bs) 2 ‘7 | Rent of railroad (ou a Smaameronrsyaeees e*, roaneame rye 
: _— - Interest, discount and miscellaneous.......... .........+. 16.965 
SOUTHWESTERN ROADS. DRONE BOE 00:0.0.000.0090000- b000n00s cenceneee enoee 64,000 
me thesiuainen 14) 117) e7\......{ 28.111 140,231] ase.7sol.......... 12,549| 8.2\| 974| 1,306) .....| 392/ 25.6 megemiinemmateness 30. 5.cnecceren nes ppececs $168 108 367,852 
8 Gulf, Col. & S$. F.| 632] 536) 96)... 18.0} 746,87 472,878, 273,906] ....... .. 5S0]| 1,162] 808) 900)... .| 96.1 | pasion Raliscad sentel................. ... 15,082 
4 .C, Ft.8.&G.) ¢ 380)... Eee ie 392,731| 1,062,724]........... 69,993) 6.6|| 2,552) 2,732)...... | 180! 66] Expense account and miscellaneous... ....-... 23 'ON6 
£ ; 4 ‘ 2 toy! aiieaababnace. 
0 Kau.C..Spr.& M.| 282]  282)......|..... aes 570,648, 723.669)... .. ...++-| 153,021) 21.1|| 2,024) 2,566)..... | é 21.1) Temporary loan repaid .... . ...... 02... ...--. 64,000 
Y Little R. & Ft.S.| 168} 168)......]....0]... 00 229.143} 213,328} 15,815]........... 4|| 1,364) 1,270] 94|.. ...| 7.41 Dividends on preferred stock......... .. ... ... 76,628 
L.R..M.R.&T.| 170) 170)... cakessiele 136,011 127,431 8,580]........... 6.7|| 800) 750| 50). ....| 6.7 _ 341,021 
St. L., A. & Tex.| a 735)... beet: |---a5I it 4 1 383) 208.063 tate ae 56.0 i ot 280) .. sal 56.0 Pee <-so0'n 
) St. L.&SanFran| 848} 814) 34)...... .2\| 1,667.05) ,647,625) js Bee eee . .966) 2,024).... .| 58} 2, ‘ 2 
33 Vicks.,Sh. & Pac.| a ae a 170,394 134,646) SE <4esina nace 26.5|| 1,002; 792) 210)...... | 26.5 Cash on hand, June 30, 1886..............e0e0e0 vee 26,831 
Al | —— —| —| — || —— | — — -——| —-—-——__| -__|| —___| —-__/| __-| -/-- |_ The report says: ‘‘ The suit of the company, involving the 
- Total, 9 roads.) 3,538} 3,381) 157|.....-|.-...|| 5,227,462 4,903,392 559.633 235,563)... . ‘ 1,477) 1,450 27) decese ---«: | question of the validity of the certificates for 2,970 shares of 
6 Tot. inc. ordec.| ...... lscepana a | 4.6)| PRO Tr Ras Rae ; eer CE ccatens adeneel 27)... “| 1.9 the preferred stock issued to Mr. Clement in December, 1882, 
;  hadeccaanenemememeas : and January, 1883, was heard and decided at the general 
FAR WESTERN A'D PACIFIC ROADS. term of the Supreme Court last November. The Court held 
; < Sa j 7 that the certificates were valid = suit of te ty 4 
; be .& S.F.| 2,415) 2.375) 40)..... 1.7|| 5,688,614) 6,008,485]...........| 319,871] 5.3|| 2,356] 2,529) ..... 173| 6.9| vs. Page has been discontinued. Up to date about $69,414 
0 At. Top. 48 F| P31? Tat? + i Ra | 2'304.047 2,207,096 96.951) ...... eho Ay "| 1,749 1,676. 73 .| 4.4] of the rent reserved in the lease of the road has been withheld 
ae Denv.& R.G W.| : : 365.038 342,116 od 6.7| 2} 930) 62)..... 6.7 | by the lessees on the ground of the amount of taxes appor 
St. Jo. &Gr.Isl’d| 252) 252). 458,906 429.287 $3\| 1,821) 1,704| 117|.....| 6.9] tioned by them to the Rutland Co., under the present statute 
Tex. & Pacific...) 1,487) 1,487 2,127,018 ate 18 5)| 1,430) 1,206) 224). ...| 18.5| for taxing the gross earnings of railroads. The company 
- Union Pacific ... 4,520) 4,497 Bins pranks hone _ 8,842,267 9,268.15 4 0.8) 2,066 2.061) Bil... bain _62 claims that such retention is without right, and that it is 
ae Total, 6 roads.|10,359| 10,296] 63| .....| ..... 20,285,890) 20,050,066 555,005 319,871 “sill 1,958) 1,947) 11) AG eg —_ receive the full amount of rent stipulated in the 
6 Tot. inc. or dec.|.... ..|......- 63 + ss] _ 06 aranaes seselocesceeeress 230, ponaenes rerhs SA pe -oeseese 2s | vied |S On The alasitil ctngrateiaies the holders upon the im 
Granp ToTat: | \ pete provement which we have made in our affairs during the last 
Total, 92 roads. .'72,408|70,213/2,235| 40) ...._ | |1'75,900,474/ 168,402,528 11,238,619) 3,740,673) ..... || 2,429 apes) | re i -| year. Public confidence in our securities seems to be re 
; Total inc. or dec. .. . ee [218s webu) 1EBH i vebews teede| sebuse palls 7,497,946) 22.02... 45) B14! Peeitt | aye. 1.3) Stored, as shown by the advance in price which they have 
5 made and which we have witnessed with satisfaction.” 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction. of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements, — We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis 
ing patronage. 





A PROPOSED GREAT WESTERN TRAFFIC 
ASSOCIATION. 





Mr. R. R. Cable, President of the Chicago, Rock 
Island & Pacitic Company, has proposed that instead of 
the three different associations which have endeavored 
to maintain rates on the lines from Chicago and from 
St. Louis to St. Paul, to Council Bluffs and to Kansas 
City and other ‘‘ Southwestern ” Missouri River points, 
one great organization shall be formed, and money 
pools made on all the competitive traffic in the terri- 
tory, including St. Louis, Peoria, Chicago and 
Milwaukee on the east and Kansas City, Leav_ 
enworth, Atchison, St. Joseph, Nebraska City, 
Council Bluffs, Omaha, Missouri Valley Junction, 
Sioux City, St. Paul and Minneapolis on the west. He 
proposes that the divisions to be made date from July 
1 last, and that when the roads interested cannot 
agree, the divisions of traffic be left to arbitrators; and 
that pools made under the agreement be in force three 
years, after which any party may withdraw on giving 
30 days’ notice. 

This is not very different from some of the provis- 
ions heretofore made by some of the Chicago associa- 
tions, except that it covers a larger field. It would be 
for the lines from Chicago and St. Louis westward 
something like what the Trunk Line Association is for 
the lines between the Eastern seaboard and Chicago 
and St. Louis. There is perhaps not quite as close a 
connection between Chicago-St. Paul, Chicago-Coun- 
cil Bluffs and Chicago-Kansas City business as there 
is between New York-Chicago and New York-St. 
Louis busines:, but they are closely connected 
nevertheless, and rates cannot be badly de- 
moraiized on one route without affecting the other. 
It is true that not all the Chicago roads have 
lines to all the Western places named, but mos¢ 
of them seem likely to soon, and all the Eastern roads 
do not reach quite all the Western competing ‘* com- 
mon points.” The proposed arrangement seems to 
give better promise of success than what has been 
tried heretofore, but it is not so easy to bring it about, 
simply because there are a great many parties whose 
consent must be secured, some of whom have but a 
very small interest in any of the traffic affected. It was 
asimple matter for the three railroads from Chicago 
to Council Bluffs, when there were but three, to agree 
to divide the through traffic, especially as at that 
time there was not much other traffic for which they 
competed. Now they have numerous points of con- 
tact in Iowa, while some of them also compete at 
other important points. When these three had the 
Council Bluffs traffic to themselves, only one of them, 
the Northwestern, reached St. Paul and Minneapolis, 
and no difficulties over St. Paul business need disturb 


Council Bluffs business. Most of the time two of 
them, the Rock Island and the Burlington, competed 


for what is known as ‘‘Southwestern” traffic— 
that of the Missouri River towns from Kansas 
City to St. Joseph—but then the traffic of 


one of these places was not nearly as much affected 
by the rates of another as is the case now, because 
each of the Western towns had its own territory for 
trade which could not easily be reached from any of 
the other towns. That is, then St. Paul could not re- 
ceive produce from or sell goods to any but a very 
small part of the territory which usually traded with 
Omaha, nor could Omaha have much to do with the 
territory usually trading with St. Joseph or Kansas 
City, for want of railroad connections. This has been 
greatly changed. Railroads have been multiplied, so 
that if Omaha, for instance, has much lower 
rates from Chicago than St. Paul and Kansas 
City, it can sell goods for a considerable dis- 
tance north and south of the territory which it usually 
supplies, in the territories which St. Paul and Kansas 
City supply when they have as low rates as Omaha. 
At the same time, instead of one out of three lines to 
Council Bluffs having a line to St. Paul, three out of 
five have such lines ; and three of the five have lines 
to Kansas City, while a fourth is building one. Thus 
at once it has become more important and more diffi- 
cult to keep rates in the whole territory from 
Minneapolis to Kansas City on the same basis, 
if not the same level—have them go up to- 
gether and go down together. Itis more difficult, 
not only because there are more competitors. but be- 
cause some of them have a small interest at places 
where others have a large interest. The Rock Island, 
for instance, because of the length of its line, is at a 
disadvantage at St. Paul and Minneapolis. However 
much of their traffic it may get, its nrofils on this 
business must be much less than those of the 
Milwaukee & St. Paul or the Northwestern. On 
the other hand, the Milwaukee. & St. Paul has 
not been able to secure as large a share of the 
Council Bluffs traffic as the older roads. Con- 
sequently, in case of conflict, the Rock Island 
has been able to cause the Milwaukee & St. 
Paul great loss, without corresponding loss to itself, by 
cutting the St. Paul rates, and vice versa, with the 
Council Bluffs rates. Now, with a combination cover- 
ing the business of only one of these places, it is 
evident that the two companies are not on equal 
terms ; for one has its strongest and the other only its 
weakest arm bound. Hence the desirability that one 
arrangement should cover the business of the whole 
field ; and it would seem desirable that it should cover 
not only the traffic of St. Paul and the Missouri River 
points, but that of places between-them and Chicago 
which it has been found necessary to pool. 

But the difficulty of reaching and maintaining such 
an agreement would seem to be great. In the East 
a comparatively small number of trunk lines not only 
command the outlets to the seaboard, but they control 
directly their principal Western connections, in spite 
of which they find it very difficult indeed to secure‘the 
codperation of all those Westernconnections. There 
may not be quite so many companies west of Chicago 
whose codperation is necessary, but the number in- 
creases constantly, and every little while some 
new competitor must be prevailed upon to join 


the combination, which usually it is not will- 
ing to do until it has experimented for some 
time in ‘ building up a business.” This, however, 


affects the making of pools fora single place or group 
of places as well as one for the whole territory. The 
‘* Northwestern Association,” dealing with St. Paul 
and Minneapolis traffic, had to deal with but three lines 
until the Minnesota & Northwestern, in cunnection 
with the Illinois Central, was. able to take a little 
business and spoil a good deal; _ pretty soon 
the Wisconsin Central and the Chicago, Burling- 
ton & Quincy will open new lines, and the 
Minnesota & Northwestern is making a line of 
its own across Illinois, for which it will be likely to 
claim a larger share than it gets by way of the Illinvis 
Central. All this adds to the difficulty of establishing 
and maintaining a codperative association of the rail- 
roads of the whole district : but, at the same time, it 


makes one the more needful, and we _ suspect 
that in time the railroads will come to it. At 
a meeting to consider the proposal, in Chi- 


cago, last Tuesday, it is reported that the only 
vote against it was by the Illinois Central, which 
has probably a smaller interest in the business 
affected than any other railroad with a terminus in 
Chicago. This may not represent all the opposition to 
it; if it does, the proposition has been received with 
remarkable favor, and it may reasonably be expected 
that it will be successful at no very. late day. We 





should have then, at Chicago, an organization com 





parable in extent and importance with the Eastern 
Trunk Lines Association and the Southern Railway 
and Steamship Association. 





THE AREA AND PROSPECTS OF CROPS. 


The July report of the D Department of Agriculture 
gives the estimates of the last and greatest of the 
grain crops, and we are now able to give its estimate 
of the total acreage of grain and cotton this year, and 
compare it with the areas in previous years, from 
which we may learn pretty accurately what progress 
has been made in extending the greatest of our in- 
dustries. 

The total area planted to corn, according to this 
July report, is about 34 per cent. greater this year than 
last, which makes it 75,690,000 acres, while the largest 
previous to 1885 was less than 70,000,000. With the 
average yield of 1879, which was the greatest of re- 
cent years, this year’s acreage would give a crop of 
2,119,000,000 bushels. The increase incorn acreage is 
2, 560,000, whichis more than twice as great as the 
decrease in wheat acreage. The increase is chiefly in 
Kansas aud Nebraska, where both crops thrive. In 
Dakota also an increase of 30 per cent. is reported, but 
this makes the area of corn there only 689,000 acres 
against 2,580,000 of wheat, while in Kansas there are 
6,350,000 acres of corn against 1,532,000 acres of wheat, 
and in the whole country 75,690,000 of corn against 
35,980,000 of wheat. It is plain, therefore, that to this 
country the corn crop is much the most important; 
and it isin fact only in Michigan, Minnesota, Dakota 
and on the Pacific coast that wheat is the most impor- 
tant grain crop. Corn was but beginning its career 
at the time of the July report, but it had a fair start, 
the average condition being reported as 95 per cent. 
of an entirely good condition, against 94 last year and 
96 in 1884. It has not suffered greatly by drought, 
most of it being too far South, and there is plenty of 
time for it to make the highest success or the worst 
failure. 

Oats are reported to cover about 23,284,000 acres 
this year, or about 500,000 more than last year; the 
condition July 1 was 89 per cent. of a good condition 
against 97 per cent. last year. 

Of cotton the Department reports 1% per cent. more 
planted this year than last, the increase being chiefly 
west of the Mississippi and in Mississippi. It has suf- 
fered greatly east of the Mississippi from excessive rain 
and cool weather, which have favored the growth of 
grass and weeds and prevented cultivation. The aver- 
age condition for the whole country July 1 is given as 
86, against 96 last year. It was in a very delicate con- 
dition at the beginning of this month, as hot, dry 
weather in July might be even more damaging than 
a.continuance of the wet weather. Serious mis- 
fortune to the crop would be unfortunate to Southern 
railroads. The condition is comparatively favorable 
west of the Mississippi, where it was best last year, 
and it seems to be worst now in South Carolina and 
Mississippi. 

The reported area of the chief crops has been, in 
thousands of acres: 


1850. 
62.818 


gt 1882, 1883. 1884. 


68, as 69,684 
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Total grain.. 
Cottom.... o ..... 


Last year 3,263,000 acres of winter wheat sown were 
not harvested, and the figures are for the area harvested. 
nearly all the abandoned wheat was winter-killed, 
and much of the area, doubtless, was planted with 
other crops, but doubtless much was not, which ac_ 
counts for the decrease in total acreage from 1884. 
The aggregate grain acreage reported this year is 
5,716,000 acres (4} per cent.) greater than the area 
harvested last year, and 4 per cent. more than in 1884, 
when there was no such loss of crops. This is a rapid 
growth, yet not quite equal to the growth in popula- 
tion. Since 1880 the increase has been 20,338,000 
acres, or nearly 17 per cent., while the growth of 
population meanwhile has been about 20 per cent. 

The increase since 1880, it will be seen, has been al- 
most wholly in corn and oats. There is a decrease of 
3.2 per cent. in the wheat acreage, while the increase 
in corn is 214 per cent. and in oats 31 per cent. The 
grain production in proportion to population is much 
greater here than in any other country in the world 
yet it seems that there were here but 2.4 acres per 
inhabitant in 1880 (when our surplus was greatest) 
and 2.43 acres this year, 

The estimate of population, of course, is based on a 
theory of growth, and the estimates of acreage must 
be made on very imperfect data. Before the census 
of 1880, the estimates of acreage were very much too 
small. Evidently not enough allowance for growth 
had been made for a number of years, and the esti- 
mate for 1879 gave 101,621,000 acres of grain, while 
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the census found it to be 117,784,000 acres. But the 
probability that the production bas not been under- 
estimated to any considerable extent now is very great. 
If it had been, our grain exports should have shown 
an increase instead of a large decrease. The decrease 
in these exports also goes to confirm the estimate of 
the growth of population, which is greater than most 
estimates makeit. Ifthe population were smaller or 
our grain production larger, there should have been 
larger grain exports, and these latter are ascertained 
very accurately. 

The cotton acreage has about kept pace with the 
grain acreage, though it- has not increased as fast 
since last year. Since 1884 the increase is 6} per cent. 
in cotton and 4 per cent. in grain; since 1880, 16% per 
cent. in cotton and 17 in grain. 

The mileage of railroads has increased nearly 50 per 
cent. since 1880, and 13 per cent. since 1883. There 
were 1,578 acres of grain and cotton to every mile of 
railroad in 1880, 1,291 in 1883, and 1,236 this year. In 
the very prosperous years we have added greatly tothe 
railroad mileage and little to the acreage under culti- 
vation, but of late years the railroads have not in- 
creased much faster than farming. 

Of course, it was inevitable that with the very differ- 
ent rates of growth the railroads must get on the 
average a much smaller support than formerly from 
agriculture. Though there has not recently been so 
great a decline in that support as there was a few 
years ago, there is no indication of a return to the old 
condition of things, which was so favorable to railroad 
earnings. 

The crop news is always important at this season, 
and it is usually manipulated by speculators so that 
only a knowledge of the area and usual production of 
crops in different parts of the country will enable 
one to ascertain what the reported facts actually sig- 
nify. Errors, too, are certainly made by honestly 
attributing a more extended effect to actual condi- 
tions than they can possibly have. 

The crop news is sought for the information it gives 
as to probable future business conditions. Now, the 
ruin of the whest crop on a farm that produces little 
but wheat means for the owner or tenant of that farm 
poverty for the coming year. He wiil not be able to 
buy as much as if the crop were good ; if he is in debt, 
he is likely to be behindhand in meeting his obliga_ 
tions; and he is much less likely to invest additional 
capital on his farm for new fences, buildings, drainage 
or for bringing new land under cultivation. For him 
the loss of the crop on that one farm means disaster ; 
for his town it may mean a _ barely appreciable reduc- 
tion in business ; for his county it is an entirely insig- 
nificant matter ; and much more for his state and the 
whole country. 

When a great disaster occurs to a leading crop ina 
district which aff »rds the whole business of a town of 
8,000, 5,000 or more inhabitants, the injury extends to 
so many people that a great deal is said of it; it is 
likely to be heard of all over the country, and, doubt. 
less, it has more effect on men’s minds than a slight 
damage extending over a whole state, which may do 
ten times as much damage. The reduction of the 
crop of wheat in one Lllinois county by three-fourths, 
in 1880, bringing it down from 800,000 to 200,000 bush- 
els, would have made much more noise in the world 
than a pretty evenly distributed reduction of five per 
cent. in the whole crop of 60,000,000 bushels in the 
state, though the latter would have amounted to 
3,000,000 and the former to only 600,000 bushels 
Floods which completely destroy the crops on a few 
farms receive much more attention than a rainy day 
jn harvest which destroys vastly more grain, but only 
a little in each field. 

The wheat crop in some ‘parts of the country hag 
recently suffered damage whic 1, as usual, has been ex 
aggerated by those who were bulling wheat and bear- 
ing stocks, while not sufficient weight has been given 
to the specific injury done. 

In the first place, the injury is confined to spring 
wheat. The drought which did the damage to spring 
wheat was too late todo much harm to winter wheat, 
and also was not very severe where much winter 
wheat is grown. The latter was mostly ripe and 
much of it harvested before the end of June, the chief 
exception being Michigan, where harvesting was gen- 
erala week ago. The winter wheat was pretty good 
in every state that raises much of it, except Kansas 
and Michigan, in which latter it is fair, though much 
less than last year, when it was remarkably good there 
and bad everywhere else. The area sown was less 
than last year, but the area harvested much larger, 
and the estimate that there will be 300,000,000 bushels of 
winter whe it this year is not unreasonable, this being 
but little more than 12 bushels per acre. Last year 
the production was but 212,000,000 bushels. Thus we 
have of the crop which is now nearly all secured per- 





haps 90,000,000 bushels more than last year (though 
much less than in several previous years). 

While the acreage of winter wheat sown is less this 
year than last, the acreage of spring wheat is nearly 
the same, increases of 18 per cent. in Dakota and 5 per 
cent. in Washington making up for decreases of 10 per 
cent. in Nebraska, 6 in Wisconsin, 5 in Minnesota 
and 1 in Iowa. The average condition of spring 
wheat promised a crop of about 150,000,000 bushels 
June 1, but this condition was reduced 15 per cent. dur- 
ing June,so that only 127,500,000 bushels were promised 
July 1. Ina large part of the spring wheat district 
considerable further damage was done in the first 
week of July by scorching winds, at a time when the 
plant was particularly liable to damage. How much 
this damage amounts to it is impossible to estimate 
closely from the reports; but while the drought 
extended over the larger part of the spring 
wheat country, most of Nebraska and _per- 
haps two-thirds of Iowa escaping, this special 
damage from the hot winds was much less 
general, apparently affecting chiefly Dakota south of 
the Northern Pacific, but not quite to the southern 
border, Minnesota, south of the latitude of St. Paul, 
and the northern counties of Iowa. At the same time, 
the drought continued to be general until about ‘the 
end of last week, so that in most parts of Dakota and 
Minnesota and Wisconsin there was sume depreciation 
of condition on that account, besides the greater 
damage by the hot winds in the more limited district, 
and in North Dakota at least the drought has con- 
tinued since, so that this most productive of wheat 
districts is likely to have a lighter yield than before 
for many years. Now, the area of spring wheat in 
Wisconsin, Minnesota and Dakota this year is about 
6,791,000 acres, which, at the rate promised July 1, 
would have produced, perhaps, 72,000,000 bushels. 

If the damage since has caused a further loss of 
10 or 12 million bushels, there would remain 60 to 
62 millions for states which produced 77,863,000 
bushels last year, and would bring down the total 
spring wheat production to about 115,000,000, which is 
35,000,000 less than the prospect when the crop wag 
most promising, and leaves the whole wheat crop 
410,000,000 to 415,000,000 bushels, while in previous 
years it has been, in millions of bushels: 


1879. 1880. 1881. 1882. 1883. 


1885 
460 498 380 504 421 7 


1884. 
513 $57 
Thus this would leave the total wheat crop 53 to 58 
millions more than the miserable one of last year, but 
about 100 millions Jess than in 1884, and it would be a 
decidedly light crop. In nearly all the spring wheat 
country further damage is possible from bad harvest 
weather, but, except in Northern Dakota, the crop is 
too far advanced to be much improved by any kind of 
weather; it may grow worse, but not much better. 

Now, a decrease of 35,000,000 bushels of wheat from 
the best promise of the season is not a very serious 
matter for the country as a whole; San Francisco, for 
instance, will be not one whit the worse for it; New 
York, as the great market of the country, will feel it 
just about as the country as a whole feels it; Chicago, 
as the great market of the Northwest, and one of the 
spring wheat markets, will feel it more; Milwaukee 
and Duluth, being spring wheat markets exclusively. 
should feel it much more, and St. Paul and Minneap- 
olis probably most of all; St. Louis, a winter wheat 
market exclusively, not at all. 

So with the railroads : those which will suffer chiefly 
will be those which serve the country whose crops 
have suffered, and some of those with lines where the 
damage has been greatest also have a great many lines 
where there has been little or no damage to crops. 

The mere reduction in the amount of wheat shipped 
will hardly be a very serious matter to any railroad 
where the crop has suffered. So far there has been 
serious damage to no grain crop but wheat, and only 
in Dakota and Northwestern Minnesota does the pros- 
perity of the country depend chiefly on this, and there 
not to as great an extent this year as heretofore, be- 
cause the very low price of wheat for the past year. 
has induced farmers to grow other crops wherever it 
could be done to advantage. But, of course, if the 
wheat crop fails the farmers will buy less; and, what 
will perhaps be the most serious effect of a crop failure, 
it is likely to check the growth of the new country 
where the damage has been greatest. Last year 
immigration to Dakota had already been reduced by 
the low price of wheat. The crop was not as large as 
usual then, and there was comparatively little immi- 
gration to the territory last spring. A positively bad 
crop this year, especially if prices continue low, will 
further put off the day when the wild lands will be 
occupied and the traffic afford that support to the 
railroads which was expected when they were built. 
This latter effect is what the railroads have most to 
fear ; but even the speculators pay no attention to it, 





as it is this year’s and next year’s earnings alone that 
are likely to affect their speculations. 








The Trunk Line Classification of Cotton Goods. 


The New York dry goods merchants are again mov- 
ing for a reduction in the classification of cotton goods, 
claiming that the transportation charges are so high 
that they are not able to sell in the West. This must 
be hyperbolic language, for it is a fact that by far the 
larger part of the supply of the West still comes from 
the Eastern mills. There has}been of late years, 
however, a considerable number of cotton mills estab 
lished in the South and in the West itself, nearly all 
of which make the coarser and heavier goods, and 
they doubtless increase the competition for supplying 
the West with goods of this kind. The Western mills 
are nearer tu their supply of cotton than the Eastern 
mills, and, of course, nearer to the Western market, 
and as in the nature of things the Bastern mills must 
pay a great deal more transportation than their West- 
ern competitors, it becomes important for them to get 
it as cheaply as possible. The railroads between the 
East and the West are alsointerested in having the 
West supplied from the East, the more so because they 
always have empty cars going west, and they cannot 
choose but desire to have all traffic in that direction 
especially continue and grow. They should know 
better than the merchants themselves whether the 
cotton shipments have fallen off, because they carry 
substantially all of them—those which go directly 
from the mills in New England and the interior of 
New York, as well as those which go from the cities 
of New York, Boston and Philadelphia. So far as we 
have seen, no facts whatever have been presented to 
show what the actual course of the traffic has been. 
Naturally, it might be expected that the cotton would 
go direct from the mills and not through New York, 
as the freight to New York costs something and the 
handling of the goods there a great deal, while the 
rates from the mills are in most cases as low as from 
New York. But probably a great many goods shipped 
directly from the mills are sold in New York. 

So far as the competition of Western mills is con- 
cerned, while the railroads may regret it, they have 
reason to be very cautious in taking steps to destroy 
it. These mills are mostly new, and they have been 
established to meet existing conditions, one of which 
was a rate of 75 cents per 100 lbs. on goods shipped 
from New York to Chicago. A reduction in rates 
which would destroy their industry would be looked 
upon as a discrimination against them, which 
they would resent just as much as an advance 
in the rates on cotton to their mills, such as the South- 
ern roads might make for the benefit of Southern mills, 
This, however, is a question of a kind which the trunk 
lines have found confronting them almost every day 
for many years. Time was when the West bad 
scarcely any manufactures, but that day is long past. 
Every little while, for twenty years and more, Eastern 
freight agents have been confronted by Eastern 
manufacturers complaining that they are no longer 
able to sell their goods in the West, because some one 
has begun to make their goods there, and is underselling 
them. They want the railroads to help them out by re- 
ducing the rates to the West, and the railroad often 
feels compelled to do it ; but usually without stopping 
the growth of the Western manufacture. Of late 
years rates have become so low that they do not form 
a considerable part of the prices of most goods, and 
Western manufactures are sold largely in the East 
even, though of course not nearly to the same extent 
as Eastern manufactures are consumed in the West. 

It is entirely impossible to conclude what should be 
done in this case without a definite statement of facts 
such as we have never seen presented, 








We have reports of June earnings from 382 more 
railroads this week, all but six of which report gains 
over last year, while in the aggregate they have a gain 
of more than 11 per cent., which is nearly as much as 
the gain of the roads reporting last week. Fifty-tive 
railroads that have reported June earnings have had 
the following total : 


, 1885. Increase. P.c 

Earnings........ $20,850,692 $18,635,377 $2,215,315 119 
Here we have a llowed $300,000 for the West Shore's 
earnings last year, to be able to include the New York 
Central’s report for the month. The gain, it will be 
seen, is nearly 12 per cent. Besides the New York 
Central’s the large gains reported this week are 28 per 
cent. Ly the Cincinnati, Washington & Baltimore, 
18} by the Grand Trunk, 19 by the Indianapolis, 
Decatur & Springfield, 16; by the Kansas City & 
Memphis, 18} by the Norfolk & Western, 29 by the 
Oregon Railway and Navigation Co., 30 by the St. 
Joseph & Grand Island, 374 by the St. Louis, Arkansas 
& Texas, and 25 by the Western North Carolina. 
Below we give the June earnings of a number of rail- 
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roads for the last five years, when ascertainable for 280 have been greatly reduced of late years. 


so long: 
Ls, 1883. - 1884. 1883, 1886 | 
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185,780 104,935 144,760 
186,184 123,727 =: 140,086 
Oe Oe 167,012 
174,838 = 263,610 183,860 
53/690 43,744 51,881 
229.9 2 258,691 251,879 
SO,.217 44,004 38,290 
33,240 81,755 28,148 
AS 36, u26 181,513 128; 433 
99,083 90,953 81,725 
52,048 57,048 44,801 
omeie bp ebeiies 65,513 
$53,418 763,838 712,165 : f 
) 118,090 103,678 126, .653 


While 18 out of 24 roads earned more this year than 
last, only 15 of them earned more than in 1884, and 
there are many cases where, though there is a gain 
over last year, the earnings have been surpassed in 
previous years. 








Our large table of railroad earnings in May has re_ 
ports from no less than 92 railroads, which have about 
56 per cent. of the entire mileage of the United States, 
which is more than ever before reprted. Their mileage 
and earnings were : 


1886. bear Increase. P.c. 
ol ees 72,400 218 2.183 3.1 
Earning: BiiLS . Gong » $37,288, “a4 $34 ob1;321 $2,687, 618 7.7 
Earn. per mile.. 515 493 4.5 


The figures are swelled materially by the inc clusion 
of the New York Central’s earnings, which cover those 
of the West Shore this year but not last. Excluding 
this road, the increase over last year is $1.959,39!, or 
néarly 6 per cent., and the earnings per mile increased 
from $474 to $450, or 3} per cent. 

In 1885 75 railroads reporting earned $2,401,597 (8.8 
per cent.) less in May than in 1884, and their earnings 
per mile decreased $58, or 11 per cent., and in 1884, 
71 railroads earned $1,454,721 (5 per cent.) more eae 
in 1888, but their earnings per mile decreased $16, « 
2.8 per cent. The railroads thus did better in May 
this year than last, but not so well as the year be- 
fore. 

Of the total gain of $2,687,618 this year not less than 
$1,614,854 was by 16 railroads east of Ohio and north 
of the Potomac, and $1,521,700 of it was by four trunk 
lines—the New York Central, the Grand Trunk, the 
Erie and the Pennsylvania. There is a large gain also 
by the railroads in the next district west, where the 
immediate connections of the trunk lines are situ- 
ated, amounting for the small part of them reporting 
to $400,573, or 104 per cent. These two groups cover 
the territory where rates were destroyed by the trunk 
line war Jast year, and the restoration of rates has 
been sufficient to account for the whole of this gain. 

If we take the earnings of these two groups from 
the total, we shall find the increase of the other 54 
railroads to have been : 


1885. Increase. P e 
Mitotane) ..y<).. [n> 50,966 49,429 1,537 3.4) 
Eafnings.. ee $19,409,753 $18,728,562 $672,191 3.6 
Earp. per mile od 379 2 0.6 


Thus the rate of increase, except in the territory 
where trunk line rates prevail, has been very little 
more than the increase in mileage. 








The Indiana, Bloomington & Western Railway, a re- 
ceiver for which has been applied for, has but barely 
kept ils head above water for several years. It was 
founded on the ruins of a bankrupt predecessor, whose 
eastern terminus was at Indianapolis, was extended 
then to Columbus, through a country very badly 
obstructed by railroad tracks, leased the road from 
Columbus to Sandusky, and for a time worked the 
Indiana, Decatur & Springfield, and succeeded in 
making the following surplus over fixed charges or 
deficit in meeting them. 


TS88l. 1882. 1883. 1884, 
Surplus. Deficit. Surplus. Deficit. 
$211,490 $43,314 $13 228 $92,461 


No report has been made for 1885, but the report to 
the Ohio Railroad Commissioner for the year ending 
June 30, 1885, shows a deficit of $421,235. The inter- 
est on the first and second mortgage bonds under the 
plan of reorganization was 3 per cent. until after 
1882, then 4 per cent. for two years, and did not be- 
come 5 per cent. until last year ; after 1887 it is to be 
6 per cent. 

There is probably no part of the world where it is 
harder to make arailroad pay than the territory in 
which this company’s lines lie. A few roads there 
serving as great trunk lines make large earnings, but 
they keep the rates down to a minimum, and an im- 
mense traffic is indispensable for making fair profits. 
The Indiana, Bloomington & Western could not get 
such a traffic; it can be got by no road except one 
which serves as the principal connection of an eastern 
trunk line, like the Pittsburgh, Cincinnati & St. Louis, 
the Fort Wayne and the Lake Shore, whose profits 








THE RAILROAD GAZETTE. 








[JULY 16, 1886 








“The 
Indiana, Bloomington '& Western has earned gross 
and net : 


1881. 1882, 1883. 1884. 
Gross ... $1,85 26 a4 $2,740,%27 $3,022, po $2,901,553 
Per mile.. 3,931 4.3: 4,163 
Net 952,324 1, 109. oe , 968,560 
Per mile. 1,366 1,592 1,390 





The road gets better average rates than the principal 
western connections of the trunk lines, but this is 
because they have a much larger proportion of the 
very low-priced through traffic, and for a road with a 
light traffic its rates are very low, and until this year 
they have fallen rapidly, the average receipt per ton 
per mile having been 1.17 cents in 1881, 1.09 in 1882, 
0.891 in 1883, and 0.84 in 1884, and probably still less 
last yeur. 

The occasion of the application for a receiver was 
the decision by an Ohio court that it must pay a higher 
rental for the leased Sandusky road than it has been 
paying. But the difference would hardly have led to 
taking this stephad there been a fair prospect of earn” 
ing the fixed oharey of the company. 








Union Pacific ¢ Earnings. 


The Union Pacific Railwa ay is holding its own in earnings 
pretty well, in spite of the demoralized transcontinenta] 
rates, which serve to spoil the business of its Oregon Short 
Line, which has little local traffic, as well asthe through 
traffic of its main lines. In May its gross and net earnings 
and working expenses have been for seven years : 





Year. Gross earnings. Expenses. Net earnings. 
MOODS candace ddyenater + OESs. 431 $1, 099,533 $1,084,898 
1881 2 1668," 259 1,200,931 1,467,328 
van LE 2) 7.767 1.145.762 1,282.005 
Se ee 3331 ‘013 1,224,108 1.126,905 
| tte ae seeee-» 2,090,893 1,241,006 858,892 
RBBB ..50.c cas ssen: vce .  2.OBF, 697 1,435,433 632,094 
DUN ckduse tasasecvas 2,211,448 1,564 372 647,176 


Thus the gross earnings this year were the largest for three 
years, and 7 per cent. more than last year, though the net 
earnings were but 2'4 per cent. more than last year, were 25 
per cent. less than in 1884, and very much less than in pre- 
vious years. The large and continuous increase in working 
expenses indicates that there has been a great increase in 
traffic and that the decrease in net earnings has been due to 
a reduction in the rates. 

For the five months ending with May, the company’s earn- 
ings and expenses have been : 


Year. Gross earnings. Expenses. Net earnings. 
1880................. --$8.910,058 $4,844,002 $4,066,050 
ae .. 9,724, 914 5,839,192 3,885.722 
| EASE SP ‘10.938, 172 6 324,924 4,613,248 
re 10,696,125 5,674,988 5,021,127 
SEs Ss denna wid R 9'254'363 6,413,518 2,840,845 
L885. . braked NRO NS 9,269,135 6,879,258 2,389,877 
ae 9,342,267 6,710,208 2,632,059 


Here again the gross earnings this year were the largest 
for three years (though only %{ per cent. more than Jast 
year), while the net earnings, though 10 per cent. more than 
last year, were smaller than in any other and 471¢ per cent. 
less than in 1883. Rarely indeed has a great railroad had 
its profits cut down so greatly and so suddenly. There has 
not been much change in the mileage worked since 1883, but 
it increased from 2,854 mules in 1880 to 3,632 in 1882 and 
to 4,519 now. The net earnings for the five months this 
year are less than 1!¢ per cent. on the stock and funded 
debt of the company, and only 24 per cent. on the debt, 
including the principal of the government subsidy bonds, the 
interest on which is accumulating, but will not be due for 
12 years. 

The competition of other roads for the Union Pacific traffic 
has increased and is still increasing. Aside from the contest 
over transcontinental rates, which must come to an end some 
time, the Chicago & Northwestern has cut off the whole of 
the Black Hills traffic by its new line, which approaches the 
settlements there, and is taking an important part of the 
shipments of range cattle coming from the district north of 
the Union Pacific, and will probably get a still larger 
part by the extension to Fort Fetterman, now in progress; 
while the branches it has begun in Nebraska, one between its 
line and the Union Pacific, and the other across the latter 
to Lincoln, will take some of the local traffic in Eastern 
Nebraska, while the Burlington is constructing a long line 
between the Northwestern’s main line in Northern Nebraska 
and the Union Pacific. That in spite of the new lines built in 
what was formerly almost exclusively the Union Pacific's 
territory, and the multiplication of trans-continental lines, 
the Union Pacific should have kept up its gross earnings so 
well argues a remarkable growth of traffic west of the Mis- 
souri River, for though the Union Pacific has had a large 
increase in mileage since 1882, it has had but little in the last 
two years, during which important competing lines have 
been opened. 








Railroads in Norway. 





Norway has a railroad system of 970 miles, of which 602 
miles are of 3 ft. gauge, and all but 42 miles is worked by 
the government. The 42 miles of corporation railroad was 
opened in 1854, and until 1862 was the only railroad in Nor- 
way. The entire railroad system has cost $31,566,690, or 
$32,536 per mile, which makes it one of the cheapest in the 
world. There are 11 different railroads in the state system, 
worked by six district superintendents under one general 
management. The rolling stcck consists of 135 locomotives, 
486 passenger cars, with seats for 15,925 persons (= 33 per 
car), and 2,981 freight cars with an aggregate capacity of 
24,928 tons (= 8}¢ tons each)—a very light equipment. 

During the year ending June 30, 1885, these roads carried 
8,339,501. passengers an average distance of nearly 17 
miles each, making 55,230,200 passenger-miles; and 1,367,- 














634 tons of freight an average distance of 84% miles, making 
47,228,000 ton-iniles. This is equivalent toa movement of 
77 passengers and 66 tons of freight each way daily over the 
entire mileage worked, which isa very light traffic. The 
road with heaviest passenger traffic is a road 33 miles long, 
from Christiania, the capital, to Drammen, which had at the 
rate of 316 each way passengers daily, while one road has but 
36, and another very little more. The heaviest freight traffic 
ison the company railroad, being equivalent to 22814 tons 
each way daily, and this road was second in passenger traffic, 
with the equivalent of 1921¢ each way daily. 

The earnings and expenses of the Norwegian railroads for 
the year were: 


Gross - Net 
earnings. Earnings. earnings. 
PE ch! hb ded sieved . $1, 9% 52. 4 $1,489.051 $463,5°9 
ee 13 1,535 473 
There is a cousidédabie pam On of railroads in this 


country with no larger gross earnings per mile than this 
average, but perhaps no other country where the average is 
so low. The working expenses are 7614 per cent. of the 
earnings, and the net earnings are but 1.47 per cent. on the 
cost of the railroads. The largest gross earnings per mile 
were $8,184, on the corporation § railroad, which 
had also the largest net earnings, $3,839. The 
nearest approach to this was $6,281 gross and $2,356 
net on the Christiania-Drammen line. The lowest 
gross earnings per mile were $682, $772 and $917; on 
one line the working expenses exceeded the gross earnings by 
#28 per mile, and the net earnings of others per mile were 
$31, $56, $232, $252 and $258, only four roads making as 
much as $500 per mile, and only two as much as $1,000. The 
company road earned net 6.04 ~~ cent on its cost; one of the 
State lines 4.55 per cent.; one 2.52, and one 2.12, while six 
earned less than 1 per cent. The company road, with 42 
miles (41¢ per cent.) of the total mileage in Norway, made 36 
per cent. of the total net earnings, and three roads, with 
1462, of the total 970 miles, made $319,720 of the total! 
$463,528 of net earnings, leaving but $14: 3,808 for the other 
823 miles, an average of only $175 per mile. 

Of course Norway could not have got even the small rail- 
road system which it possesses by private enterprise while 
affording such unsatisfactory traffic and returns on the capi- 
tal invested. 

Since the opening of the first state railroad the average net 
earnings of the Norwegian lines have reached 3 per cent. on 
their cost in three years, 1872, 1873 and 1877. Siace 1878 
they have reached 2 per cent. but once, in 1881-82. 

There is population enough in Norway to give a good sup- 
port to a much larger railroad system, it being equal to 
1,860 per mile of railroad, against about 460 in this country, 
But Norway has a very large coast-line, and by farthe larger 
part of the population lives near the coast, and so most of 
their transportation can go by sea. 

The statistics published do not separate passenger and 
freight earnings, but assuming a ton-mile to pay the same as 
a passenger-mile, which is not far from the truth in severa, 
European countries, the average receipts per ton and per 
passenger was 1.91 cents and the average cost 1.46 cents, 
which is a low cost and avery low rate for lines with so 
thin a traffic. If these figures are too small for one traffic, 
they must be correspondingly decreased for the other. 








The rate on flour consigned to the East from Minneapolis, by 
way of Chicago or Milwaukee, has been again reduced from 
714 to 5 cents per 100 Ibs. to the Lake Michigan ports, the 
latter being about equal to 12'4 cents from Chicago to New 
York, or the lowest rate at which any considerable quantity 
has been carried in the hottest of railroad wars. It is not 
possible to carry atsuch a rate without loss, unless the current 
of traffic westward to Minneapolis exceeds that eastward from 
it, which seems usually to be the case. The reduction is made to 
prevent the shipments from going by way of Lake Superior: 
as they seem to have been going in spite of the 714 cent rate 
It has been agreed that the lake and rail rate from Lake 
Superior ports to New York shall be 2! cents per 100 
Ibs. higher than the rate from Lake Michigan ports, 
which would put both routes on an equal footing, 
if the rate from Minneapolis to Chicago, 410 miles, shall be 
not more than 2'¢ cents higher than the rate from Minneapolis 
to Duluth, 150 miles. The rate used to be 15 cents, and then 
the haul was profitable to the roads to Lake Superior. When 
the 71g cent rate was made, this left the Lake Superior roads 
but 5 cents, and the new reduction leaves them but 21¢ cents 
which will hardly pay the terminal expenses, giving but 310 
per 20-ton car-load. But it will pay quite as well as the 
5-cent rate to Chicago, the railroad getting but $10 per car 
more for the additional haul of 260 miles—something less 
than 0.2 cent per ton per mile. Pro-rating the trunk-line 
rate would give a rate of about 35 cents from Minneapolis, 
or 101% cents for the haul from Minneapolis to Chicago. 
Actually the all-rail rate is 30 cents, and the lake-and-rail 
rate 25. It has very seldom happened heretofore that rates 
of lines west of Chicago were lower than those of the trunk 
lines east of Chicago, but that is the case now. 








The report of the exports of grain and flour for the fisca 


year ending with June shows the following : 














aan 36. 1885. Ine. or Dec. c. 
Flour, bbls.... 072,324 10,347,629 — 2,275,305 22.0 
Flour, bu ..... 46,564,330 — 10,238,272 22.0 
Wheat, bu..... $2,449,014 — 25.17% 852 30.5 
Corn, bu 51,361,583 + 5 3.0 
MRR iow ccedis 3,921,078 + <.t 
ae 2,950,541 — . 
Barley. . 122,335 + . 
Corn-meal 1,021,004 + 14.1 
Oat-meal.... . pm 472, 364 1,806,807 — 334,443 18.6 
Total bu.... 165,407,009 190, 196,692 — 24,789,683 13.0 
re $122,800,379 $156,451,831 — $33,651,452 21.5 


The decrease in wheat and flour was very large, and three 
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times as great as the increase in corn. The decrease in the 
total quantity is 13 per cent. and in the total value 21'¢ per 
cent, 

For the 21 years since the war the quantities and values of 
the total grain and flour enperne have been : 










Y rear. Boshels. Valu Year. Bushels. Value. 
. 52,689,409 $30.5 42, 67 1876-77 ....135,894,07L $115.653,571 
it 2 15k 761 rod 1877-78 ....191,210.928 7 
86 3s 9 é i 1878-79 ....216,611,507 207,115,050 
: 3830459 52,235 "300 iso. 80 ....284,707,908  283,6°9,551 
Sot £6, 610, G50 70,907 "846 1880. 81 ....288,186,443 267,364,650 
8: 68319573 78 009,953 | 1BS1-82 ....168,060,879 180,559,407 
i87 95,399,033 83,006,974) ged ... 192,558,635 205/657; 028 
7% oes 932 2 282,877 | 1883.84 ... 162,467,173 155,07. 907 
£7 181,493, 88 159,530,078/1884-85 .. 180,196,602 156-451.831 
’ 103,790,806 109,679,302 1885-86 = ..165,407,000 122,500,379 
1875-76 . 138,026,828 129,026 26,950) 


The quantity of the exports in the year just past was 
slightly greater than in 1882-83, but with that exception 
they were the smallest since 1876-77. The value of the ex- 
ports was much smaller than in any of the other eight years 
since 1876-77, and $33,651,452 (2114 per ceut.) less than last 
year. 








The report of the New York Central earnings for June 
(including West Shore) makes them $2,664,245, which is 
$64,411 more than the estimate of earnings for the 
quarter, published on the last day of June, made them. The 
actual earnings were $691,330 more than the earnings of the 
New York Central alone last year. The West Shore last year 
earned $945,825 in the quarter ending with June, and 
probably not more than $300,000 in June; and if that sum, 
then the gain of the united roads this year was $391,330, or 
17\4 per cent. 








The Mississippi & Tennesssee Railroad Company, which fail- 
ed to pay the interest on its Class B bonds due July 1, has a 
road 991¢ miles long from Memphis south by east to the [linois 
Central at Grenada, Miss. It has had earnings rather larger 
than those of the average Southern railroads, the net per mile 
having varied between $1,525 and $2,694 in the eight years 
ending with 1884, and averaging $2,331. The interest 
charges are $1,607 per mile, and in 1879 and again in 1882 
they exceeded the net earnings slightly, and the average sur- 
plus over the fixed charges for the eight years was $33,635- 
The bonds on which default was made amount to $1,100,000 
and bear 8 per cent. interest, like the $977,000 of Class A 
bonds, the interest on which latter is paid April 1 and Oct. 1- 

Until the Louisville, New Orleans & Texas Railroad was 
opened last year, the Mississippi & Tenuessee formed part of 
the only rail route between Memphis and New Orleans. ‘che 
Mississippi River is the great transportation route between 
the two places, but there must be rail traffic enough to add a 
good deal to the earnings of a single railroad. The new line 
must bave divided this business as soon as it was opened, and 
it may have made what was left less profitable, and also 
diverted some of the local traffic, as for a considerable dis- 
tance they are near together. Traffic is not very elastic in 
the South, and losses like this are not soon made up. 

The road is naturally part of the Illinois Certral system. 
as their interchanges are necessarily great, but last year M1 
C. P. Huntington was in the directory and it seemed that 
there might be an attempt to work it in connection with the 
new road between Memphis and New Orleans, which would 
have been very unnatural, but recently one of the Illinois 
Central directors was chosen President. 








The Jron Age reports the number and weekly capacity 
(in tons) of blast furnaces in and out of blast July 1, June 1, 
and May 1 to have been: 





—-July L-—~ -—dJunel.—  --May1.-— 
Capa- Capa- Capa- 
Charcoal: No. city No. city. No. city. 
In blast.... on ae 9, 885 61 9,867 45 8,211 
Rivas caaskeornad, cee 8,356 113 9,154 138 12,701 
Anthracite: 
Ee WD ai dasandideos 117 36,762 121 8638 239 119 = 336.924 
SEs i tlnioiints 94 20,809 86 18,949 89 19,565 
Rheuiiooun ¢ or nadie 
In blast....... -. 132 «(71,316 129 70,766 129 =67,888 
Out. ae: ee 823 =. 28,506 88 30,200 
Total: 
RED sian ngeiars® 310 117,973 31L 118,872 293 113,023 
ba pacenkuened sae 235 55,216 202 56,609 31d 62,466 
In and out........595 173.189 593 175,481 609 175,489 


According to this the whole number of furnaces reporting 
was 14 less July 1 than two months earlier, though there had 
been an increase of 17 (6 per cent.) of the number in blast 
and of 4,950 tons (4.4 per cent.) in their weekly capacity. 
The furnaces that have gone into blast since April are chiefly 
charcoal furnaces—16 out of the total 17. There are three 
more bituminous and two less anthracite furnaces in blast. 
But since June 1 there has been no change in the charcoal 
furnaces, a decrease of four in the anthracite furnaces and a 
decrease of one in the bituminous or coke furnaces in blast; 
and the total furnace capacity in blast has been: 

Jan. 1, May |. June 1. July 1. 
9.814 113,023 118,872 117,973 

Thus there was a trifling decrease in June, but since the 
beginning of the year there has been an increase of no less 
than 2814 per cent., and there had already been a great in- 
crease in the number of furnaces in blast at the beginning of 
the year compared with the previous months. 








At the first meeting of the East Indian Railway Company, 
in London, 35 years ago, before the road was built, an 
old Indian general warned the stockholders that they would 
never get any patronage from the natives; caste, he said, 
would prevent it. Last year the company carried about 
11,000,000 native passengers. 








In India as well as this country it seems that there are 
exaggerated ideas concerning the number of through pas- 
Sengers over long railroad routes. Inan Indian government 
paper, one of the reasons advanced for constructing a pro- 
posed railroad which would shorten the distance between 
Calcutta and Bombay was that it would secure all the trave ! 





between these two chief cities of India. Now Mr. Crawford, 
Chairman of the East Indian Railway Company, over whose 
road all this travel passes, at a recent meeting of the com- 
pany said that during the whole of last year there were only 
351 first-class passengers between the two places. The dis- 
tance is about 1,690 miles. 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 
is given-in the current number of the Railroad Gazette 
as follows : 

Bishopville,—Completed to a point nine miles north of At- 
kins, 8. C., an extension of 6 miles. 
Chicago, Burlington & Northern.—An addition of 23 
iniles at various points is reported. 

Denver, Memphis & Atlantic.—Track laid from Chetopa, 
Kan., west 26 miles, 

Dubuque & Northwestern.—Track laid to a point twenty- 
nine miles southwest from Hayfield, Minn., an extension of 
19 miles. 

Greenville & Laurens.—Extended north to a point three 
miles from Greenville, S C., an extension of 10 miles. 

Gulf, Colorado & Santa Fe.—Extended from Coleman 
Junction, Tex., west to Ballinger, 37 miles. 

Los Angeles & San Gabriel Valley.—Extended from La- 
manda Park, Cal., east to Santa Anita, 2'¢ miles. 

Marietta Mineral.—Extended from Broadwell, O., to Phil- 
lipsburg, 4 miles. 

Missouri Pacific.—A branch is completed from Nevada, 
Mo., southwest to Minden, 3214 miles. 

Pittsburg & Whitehall.—Completed along the Mononga- 
hela River in Pittsburgh, 3 miles. 

Saginaw, Tuscola d& Huron.—Extended from Bayport 
Junction, Mich,, west to Bad Axe, 19 miles. 

Southern Pacific.—The Northern Division is extended 
southward to San Lorenzo, Cal., 10 miles. 

This is a total of 192 miles on 12 lines, making in all 1, 
miles thus far reported for the current year. The new track 
reported to the corresponding date for 15 years has been : 


772 


ile, | Miles | Miles. 
AGE: A ae 2,563! 1876........... 932 
~~ Se eerie 1.157 | 1880........... 2,875] t876....... ... 518 
SSR RT? 1,519 | 1879... ....... 1,083} 1874....... ... 727 
1883........... 2,558 | 1878........... RO EDD iis cnenunee 1,696 
TS oncosios SOE OER ipsd seedese RE TEE wiecns5-0-doas 3,159 


This statement covers main track only, second or other 
additional tracks and sidings not being counted. 





The Freight Bre Brake ‘Tests. 


A dispatch from Burlington, Ia., July 13, says: ‘‘ The test 
of continuous freight train brakes, under the charge of the 
Brake Committee of the Master Car-Builders’ Association, 
was begun here yesterday. A section of the Chicago, Bur- 
lington & Quincy tracks, 8 miles long and including various 
curves and grades, has been selected for the test. Five brake 
companies—the Westinghouse Air Brake, the Eames Vacuum 
Brake, the Rote Brake, the American Brake, and the Widdi- 
field & Button—have entered for the contest. Each company 
furnishes 50 freight cars with its appliances atiached. 
The tests are to be made under all the different conditions. 
Cars filled with electric and scientific apparatus will be 
attached, and thorough tests will be made that will be of 
great value to the railroad werld. The experiments will 
occupy a month or more of continuous work, and are to be 
repeated here in April, 1887. A record of the work done by 
the cars between the tests will be kept.” 

A special dispatch received from Burlington says that on 
the first day the tests were hardly more than well begun. Of 
the five brakes entered, as noted above, the Rote brake was 
withdrawn for 30 days, pending modifications. 

Four independent records are kept of each stop by appa- 
ratus on the train. No official figures are given out during 
the progress of the tests. 

On the first day the competition was on engine and car 
stops only, which, equated for 40 miles per hour, on a 1 per 
cent. down grade, gave the following results: American 
brake, 1,426 ft.; Eames, 1,630; Westinghouse, 2,538. This 
apparent result is to be accepted with caution. The Westing- 
house brake train, with 12 loaded and 13 empty cars, on the 
same grade and equated speed made a stop in 1,245 ft. and 
at 20 miles per hour on a level, in 330 ft. and 1414 seconds. 
The dynamometer broke, delaying the competitive tests. 

There is a Jarge attendance and much interest shown. 








Foreign Technical Notes. 


After conference with the Austrian manufacturers of cars 
and locomotives, concerning their request that orders be given 
now for the rolling stock which will be required next year, to 
enable them to keep their workmen employed, the Austrian 
Minister of Public Works has addressed the railroad compa- 
nies of the kingdom earnestly requesting them to nezotiate 
for supplies, not only for next year, but for a series of years, 
that the employé¢s in the shops may be assured « mployment. 





A minor application of the cantilever principle is men- 
tioned in Glaser’s Annalen of June 15 in theshape of a bank 
connection for a regular truss span. The bridge in question 
is on the railroad from Neu Strelitz to Warnemiinde, over the 
river Warnow, near Rostock. 

The main span of 221 ft. standing 34 ft. above the river 
Surface is lengthened at each end by a cantilever of 47}, ft., 
and from this to a mudsill on the bank extends a girder span 
16 ft. long. 





M. Lechartier, in the Comptes Rendus, has called attention 
to a most destructive action on structures produced by the | 
gradual hydration of the magnesia in hydraulic cements. 

The magnesia at the first setting of the cement acts as an 





inert body, and remains so sometimes for several years, but 
tinally begins to absorb water and develop carbovicacid, with 
the result of expanding in volume, This action has gone so 
far that in one case observeda flag of cement expanded 4 
per cent. of its 'ength. 





The magnesia in cements made from dolomitic marl re. 
mains, to a certain extent, free from combination with the 
other components in the process of manufacture, and the 
amount of this free portion is in proportion to the total quan- 
tity of that base in the cement, and inversely asthe bydraulic 
energy of the cement. 

M. Lechartier does not remark, what would seem to 
follow from the last statement, that the freeaom from this 
destructive action is in proportion to the quick-setting 
quality of the cement. 


Glaser’s Annalen is illustrating in a series of carefully 
executed plates the prominent systems of continuous brakes. 
The number for June 1 illustrates the Heberlein, the stand 
ard freight brake of the north German system. Our readers 
will remember this brake as consisting essentially of a roller 
on a bell-crank. The roller is held up from contact with the 
axle by a sheave hanging in the bight of a continucus cord 
reaching from end to end of the train. When this cord is 
drawn up tightly by the winding up of winches in the cab 
and caboose, the brakes are held off. If either winch is let 
go or the cord is severed by the breaking of the train or 
other cause, all the rollers fall into contact with the axles, 
and the brake chain is wound up on the axisof the roller. 

The brake is about the simplest of all the automatic con- 
tinuous brakes, and was one of the three which received gold 
medals at the London Inventions Exhibition of 1885. 





No less than five explosions of hollow cast-iron pistons have 
occurred in French workshops in the last 20 years in reheat- 
ing these pistons—generally for the purpose of removing the 
piston-rod. 

Investigation into the interior of a piston in use for 11 
years showed the existence of a brown substance containing 
fatty matter, oxide of iron, peroxide of iron and carbon. It 
is thought that a certain quantity of water had been forced 
into the cavity in service either through the iron or through 
imperfections in the plugs with which the original core sup- 
port cavities were filled. 

This water in forming oxide of iron set free its hydrogen, 
which filled the piston cavity. The recombinatiou of this 
hydrogen with the oxygen at a low red heat would produce 
the explosion, and it is recommended that all such pistons 
should be tapped before re-heating. 


From an article on ‘* Danger of Fire from Steam Pipes,” in 
Glaser’s Annalen, we extract the following account of the 
process of kindling wood under such circumstances : 

After wood has remained a long time in contact with steam 
hot-water or hot-air pipes, the surface becomes carbonized. 
During the warm season the charcoal absorbs moisture. 
When again heated the moisture is driven off, leaving a 
vacuum, into which the fresh air current, circulating around 
the pipes, rapidly penetrates and imparts its oxygen to the 
charcoal, causing a gradual heating and eventually combus- 
tion. 

The rusting of the pipes contributes also to this result, in- 
asmuch as the rust formed during the hot season muy be 
reduced by the heat of the pipes toa condition in which it 
will absorb oxygen to the point of red heat. 

The same article also notices that a building was set on fire 
by pitch distilled out of a pine plank placed nearly 3 in. 
above a steam pipe, which dropped on the pipe and took fire. 








TECHNICAL. 


Locomotive Building. 


The Rogers Lo,omotive Works, in Paterson, 
June shipped il heavy freight engines to the 
& Nashville road. 

The Baldwin Locomotive Works, in Philadelphia, last 
week shipped two engines to the Covington & Macon road, 
They are now building two heavy passenger engines, with 
the Wootten boiler, for the New York, Lake Erie & Western 
road. 

The Cooke Locomotive Works, in Paterson. N. J., last 
month shipped 11 engines to the Minnesota & Northwest- 
ern road 

The Atchison, Topeka & Santa Fe Co. has asked for bids 
for 25 new locomotives for its lines. The contract has not 
yet been awarded. 

The Car Shops. 


The Harrisburg Car Manufacturing Co. in Harrisburg, 
Pa., is now running full time and is running out 6 passenger 
cars a day. 

Mr. Thomas Breen, of Knowlton Pa., has offered to build 
car works at Portsmouth. Va., provided the citizens of that 
place will take $100,000 of the capital stock. 

The Gilbert Car Works in Troy, N. Y., have just completed 
a very handsome private car for “the use of the President of 
the Delaware & aban Canal Co. This car is now in ser- 
vice on the company’s lines. 


N. J., in 
Louisville 


Car-Coup lers. 
The Standard Oil Co. has adopted the Ames coupler for all 
the cars which it owns, and this coupler will be put on all 
the cars of the Union Tank line as soon as possible. 


Bridge Notes. 
The New Jersey Steel & Iron Co. at Trenton, N. J. has 
taken contracts to build an iron bridge over the Dan Raver at 
Danville, Va. It will be a highway bridge. 

The Passaic Rolling Mill Co. in Paterson, N. J., is building 
a bridge over the Passaic River at Passaic, w J. Itisa 
highway bridge. This company has received the contract 
for the new Harlem River bridge in New York. 


Iron and Steel. 
The Bellefonte Iron Co., a new organization, has let contracts 


N 





for building a new furnace in Bellefonte, Pa. The furnace is 
| to cost $85,000. 

The Canonsburg Iron & Steel Co., a new corperets 
purchased the property of the Canonsburg ron Co 


has 
» at 
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Canonsburg, Washington County, Pa. The new company 
will continue the business. 
A Montgomery Iron Co. has been organized to build a 


mili at Port Kennedy, Pa. The capital stock is 
$150, 


The Cambria Iron Co., at Johnstown, Pa., has taken an 
order for 10,000 tons of steel rails for the Atchison, Topeka 
& Santa Fe road. 

The Calera Furnace Co. has been organized at Calera, Ala. 
The furnace will have a capacity of 50 tons per day. 

The Pottsville Iron & Steel Co., at Pottsville, Pa., is filling 
a heavy order for girders and other work for the National 
Museum at Washington. 


Manufacturing and Business. 
The Smith, Beggs & Rankin Machine Co. in St. Louis have 
15 steam engines in progress, with cylinders varying from 
12 to 26 in. diameter. The company is also building some 
pe machinery for the Western Steel Co., and for other 
parties. 


The Rail Market. 
Steel Rai!s.—Quotations are steady at $34@$35 per ton at 
Eastern mills, the lower figure being for large orders 
for late fall and winter deliveries. There are a good many 
inquiries on the market, most of them for late deliveries. 

tail Fastenings.—A fair demand is reporced, with quo- 
tations unchanged at 2.40 cents per lb. for spikes in Pitts- 
burgh ; 2.75@3.10c. for track-bolts and 1.65@1.80c. for 
splicebars, 

Old Rails.—There is more inquiry for old iron rails, but 
quotations are no higher; prices reported being $18.50@ 
$19.50 per ton at tidewater. Old steel rails are quoted at 
$20@$22 per ton in Pittsburgh. 


The Smillie Car Coupler. 

The dispatch published in the Railroad Gazette of last week, 
giving the decisicn of the New York Railroad Commission- 
ers, classed the Smillie coupler (by telegraphic error called 
the ‘‘Smith” coupler) among the ‘vertical hooks and 
links.” It should, of course, have been classed among the 
link and pin couplers, and we are informed that the Commis- 
sioners so intended to classify and recommend it. 


Blast Furnaces of the United States. 

The American Manufacturer, of Pittsburgh, says : ‘‘ On the 
next page will be found our usual monthly statement of the 
condition of the blast furnaces of the country, giving in detail 
by districts and fuels used and the number of furnaces in and 
out of blast July 1, with the weekly capacities of the same. 

‘* In a condensed form, the table makes the following show- 
ing: 


-——-In blast —-— -—-Out of blast-— 


Weekly Week'y 

Fuel. No. capacity. No. capacity. 
Charcoal....... ..... 59 10,42 158 6.47 

Avthracite ... ...... 119 33,2 5 90 20,549 

Bituminous......... 132 72,005 87 31,996 

een ee 310 121,650 338 68,015 


‘** As compared with June 1, there are 5 more charcoal fur- 

naces in blast, 4 less anthracite, and 1 more bituminous, 
moking a total increase of 2 furnaces in blast during the 
month. There has been an increase in the capacity of the 
charcoal and bituminous furnaces in blast and a decrease in 
the capacity of anthracite. The total increa‘e in capacity in 
blast is less than 1,000 tons. 
_ ‘* These facts indicate that temporarily at least the haste to 
increase the make of pig iron by blowing in furnaces has met 
acheck. It is always true at this time of the year, except in 
times of unwonted demand, that consumption falls off and 
stocks increase. So far as monthly reports of stocks have 
been collected, this seems to be a rule or law. Stocks at the 
furnaces have been increasing since March, until now they are 
larger than at any time since last fall, and they would have 
been larger still had it not been for the coke strike in the 
spring, which reduced production both east and west. 

** While it thus appears from a comparison of this report 
with that of last month that the rate of production has vot 
increased materially, the weekly production of pig iron is 
probably greater to-day than ever before in the history of the 
country. On the basis of 120,000 tons a week for 50 weeks 
this would indicate a production of 6,000,000 tons, an amount 
much in excess of what the close of the year will show by 
reason of the lower rate of production early in the year, but 
still we believe that the production of pig iron in 1886 will be 
in excess of any recent year. 

_ “The number of furnaces in blast and their weekly capac- 
ities on the first of each month since Jan. 1 is as follows : 








Charcoal. Anthracite. Bituminous. 

‘me etitat 2° “a Se! 

¢ Ba F 83 #2 Be 

_ ® rt is) = = © 

: Ro Fo So 

> Se : Sa : ice 

Date : << : a : a4 
Wee Mcovcceue wes 57 7,804 104 29.811 112 59,436 
Feb. 1. 52 7.403 107 30,100 1¢9 56,277 
March 1 .. ...... 46 6.515 104 30,115 105 55,079 
MeN icacs ccd, 4 44 6766 137 33280 118 66.756 
) | eae 47 8,462 122 37.767 128 68,106 
7 ON ROS 54 9,884 13 35,136 131 75,750 
WE inca coaeeces 59 10,420 119 33,225 132 78,005 
Averages....... 5L 8179114 32.776 «119 «65.630 


“Taking the averages of capacities as the weekly make, 
though experience bas shown that the capacity is somewhat 
in excess of the actual make, and multiply by 26, we would 
have as the make for the first six months of the year: 





RIE, S60 5005.55s <encien)chpe xegdie des e,a8 Bbescuscsbe-cems 212,654 
SR aba S andes cae oun hace cs bkysesd tomes cot epasth 852.176 
PI Sek auch hacer eee ke Vode neccdeasctadasesed 1.706.376 

i ah canes nktsion enon. ccd 2,271,306 


** As indicated above, these capacities, for reasons that 
have been several times explained, are in excess of the actual 
make,and owing tothe banking of a large number of fur- 
naces during the coke strike the relation of capacity to make 
will be still greater. The probabilities, however, are that the 
make for the first six months of the present year will ap- 
proach 2,500,000 tons.” 


24 O'Clock. 

In the time-table ee effect June 27, 1886, the Canadian 
Pacific Railway has adopted the ** twenty-four o’clock use” 
for its Western Division, which includes all lines west of 
Port Arthur and extending to Donald. This is the first rail- 
road employés’ time-table which has ever been issued for 
actual use with the figures for time printed in this manner. 

While it is undoubtedly the intention of the company to 
continue this use on their lines, the new departure must 
nevertheless be regarded as in the nature of an experiment. 
It is one that will be watched with much interest by railroad 
officers generally, as a test of the value of the new plan in its 
effect upon the practical operation of the road. If the ex- 
——— is persisted in for a sufficiently long time, we 

lieve all practical difficulties affecting employés will be 
overcome. 

The important question to decide is whether the public will 
accommodate themselves to the new order of time-keeping. 
The present condition of the country through which the | 





Canadian Pacific Railway passes is for the most part similar 
to that traversed by the trans-continental lines of the United 
States when first opened. The population is very light, and, 
as rai!road business is the most active in the community, its 
influence predominates. As population increases, this influ- 
ence becomes less and less, and the difficulty of inducing 
people to conform to railroad customs becomes correspond- 
ingly greater. In thickly populated sections of the country 
a large number of interests exist which depend but remotely 
upon railroad operations, and many of these have occasion to 
refer to the time of day in the course of their business. The 
hours are also frequently referred to in legal papers and 
other similar documents. Measures must be taken to pro- 
vide for all such cases, as well as for numerous others, before 
the public will be prepared to adopt the new use. It may be 
assumed, withcut question, that on roads where a large num- 
ber of trains are run the managers will not consent to use 
the new plan for the employés’ time-tables unless the same 
plan can also be adopted in advertising the time for the use 
of the public. In its effect upon the public the experiment 
on the Canadian Pacific will not be as conclusive as 
would be desirable to thoroughly test the operation of the 
new plan. 

In making up the time-table of the Canadian Pacific Rail- 
way, the figures for the hours bave been printed in a series 
from 1:00 to 24:59. This we regard as unfortunate, in that 
the minutes for the time of one day are connected with the 
hour time of the previous day. While the change is being 
made, we can see no reason why all previous difficulties 
should not be avoided, and the time between midnight and 1 
o’clock in the morning shown without reference to the mid- 
night hour. Thus, 12:15 a. m. should not be 24:15, but 0:15, 
and styled ‘* nought fifteen.” Astronomers have experienced 
no difficulty in thus expressing the time. There is an incon- 
gruity about the other plan. The time 24:15 of Wednesday 
means 15 minutes of Wednesday after 24 o'clock of Tues- 
day. The time of any day should refer to its own hours only. 
—Official Guide. 


Traffic through the St. Gothard Tunnel. 


Every one by this time has been through the St. Gothard 
Tunnel, and most travelers no doubt imagine that the line 
was made in order to facilitate their tours to the Italian 
lakes and Milan. The fact, however, is that the line was 
made not for the tourists but for the traders. This comes 
out very clearly in the — just published of a commission 
appointed by the French Government to inquire into the 
economic consequences of piercing the St. Gothard Mountain. 
The line was opened for traffic on Jan. 1, 1882. Since then 
Germany has increased the value of her exports to Italy 
from 66,000,000f. to 110,000,000f., and to Spain (by Genoa) 
from 51,344,000f. to 88,679,0U00f. As for Switzerland, in 
1881 her exports to Italy were valued at 37,000,000f.; they 
have now risen to over 75,000,000f. Italy has benefited 


| evenmore. Herexports to Switzerland, Germany and Belgium 


have risen by leaps and bounds, and the commerce of the 
port of Genoa in particular has increased since the St. 
Gothard line was opened by 50 per cent. What Italy has 
gained France has lost. Merchandise from the North wishing 
to reach the Mediterranean is more and more coming to be 
sent to Genoa instead of Marseilles. The former port, thanks 
to the St. Gothard line, has the advantage in distance over 
Marseilles, as follows: From Antwerp, 76 kilometres ; Os- 
tend, 34 ; Charleroi, 66; Brussels, 76 ; Namur, 127 ; Am- 
sterdam, 139 ; Utrecht, 162 ; Cologne, 259. The ny He 
concludes with some suggestions as to how France can best 
meet the Italo-Swiss-German combination and checkmate 
the St. Gothard line. Lovers of the picturesque will be glad 
to hear that the report points to a less desperate remedy than 
destroying another Alpine pass and making a new tunnel. 
What has to be done is to Jessen the distance between Mar- 
seilles and the north. All the French lines were constructed 
with Paris as their sole objective, and the report makes va- 
rious practical suggestions for new lines in order to avoid the 
Parisian detour. It would only need the construction of 50 
miles of new lines, it seems, in order to shorten the distance 
between Antwerp and Marseilles by 70 miles, and thus beat 
the St. Gothard hollow.—Pall Mall Gazette. London. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Cincinnati, Indianapolis, St. Louis & Chicago, special 
meeting, at the office in Indianapolis, July 26, at noon, ‘for 
the purpose of considering the propriety of issuing mortgage 
bonds for the redemption and payment of the present debt 
of the company.” 

Nashville, Chattanooga & St. Louis, annual meeting, in 
Nashville, Tenn., Sept. 15. Transfer books closed June 16. 

St. Paul, Minneapolis & Manitoba, annual meeting, at 
the office in St. Paul, Minn., Aug. 19. Transfer books close 


July 21. 
Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
Atianta & West Point,3 per cent., semi-annual, payable 
July 15. 
Indianapolis Belt, 3 per cent., semi-annual payable July 16. 














Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The General Baggag: Agents’ Association will hold its 
half-yearly meeting at Niagara Falls, N. Y., on Wednesday, 
July 21. 

The Master Car & [ocomotive Painters’ Association will 
hold its annual convention in Chicago, beginning on Wednes- 
day, Sept. 8. 

Foreclosure Sales. 

The Denver & Rio Grande road was sold in Denver, Col., 
July 12, by the trustees under the consolidated mortgage. 
under the decrees of foreclosure grarted by the United States 
Circuit Court. The property was bought for $15,000,000 
by George Coppell, representing the Purchasing Committee 
appointed under the reorganization plan. The new company 
will be organized as soon as the necessary formalities can be 
gone through with and the sale can be confirmed by the 
Court. Nearly all the holders of stock and bonds have 
united in the present committee's plan, only an insignificant 
amount remaining out, and the reorganization will be un- 
usually free from opposition. 

The St. Louis Coal road andthe St. Louis Central road, a 
branch operated by the same company, were sold in Spring- 
field, Ill., July 13, under a decree of foreclosure granted by 
the United States Circuit Court. The first-named road 
brought $25,000 and the other $70,000, both being bought 
by a committee of the bondholders. 


Chicago Superintendents’ Association. 
The Chicago Division Superintendents’ Association was 
organized at a meeting held in that city last week, division 
superintendents being promt from all lines entering the city. 
The intention is to hold monthly meetings, for the purpose of 





discussing matters of common interest, the exchange of car £> 
switching rules andsimilar matters. Officers were elected at 
this meeting and by-laws adopted for the association. 
Southern Railway & Steamship Association. 

The annual conventior of this Association began in Wash- 
ington, July 14, Hon. Joseph E. Brown presiding. The first 
session was entirely taken up by the report of General Com- 
missioner Virgil Powers, which was read and referred to a 
committee. 








ELECTIONS AND APPOINTMENTS. 

Baltimore & Ohio.—By order of General Manager Dun- 
ham, the office of Master of Machinery of the Main Stem 
from Baltimore has been abolished. This office has been 
held for a number of years by Mr. A. J. Cromwell. The 
duties will hereafter be performed by Superintendent of 
Motive Power, W. H. Harrison. Major J. Abell Hunter, 
for a number of years Assistant Roadmaster, has been ap- 
pointed Roadmaster. 


Bangor & Portland.—At the annual meeting in Bangor, 
Pa.. July 6, the following directors were chosen: C. Miller, 
J. Buzzard, J. E. Long, J. Moore, G. W. Mackey, John I. 
Miller, Joseph Bray, John I. Blair, D. C. Blair. The board 
elected Conrad Miller President; D. C. Blair, Vice-President; 
G. W. Mackey, Secretary ; John I. Miller, Treasurer. 


Brooklyn, Flatbush & Coney Island.—The New York 
Supreme Court bas appointed Gen. James Jourdan Receiver, 
in a suit for foreclosure of mortgage. 


Camden, Gloucester & Mt. Ephraim.—This company 
(controlled by the Philadelphia & Reading) has elected officers 
as follows: President, James P. Michellon, Camden, N. J.: 
Secretary and Treasurer, Howard Hancock, Philadelphia. 


Chicago Division Superintendents’ Association.—This 
association has been organized with the following officers: 
President, W. S. Mellen, Chicago & Northwestern; Vice- 
Presidents, A.G. Amsden, Lake Shore and Michigan South- 
ern, and Charles Watts. Chicago, St. Louis & Pittsburgh ; 
Secretary and Treasurer, F. H. Brittain, Baltimore & Ohio. 


Chicago, Rock Island & Pacific.—A Chicago dispatch of 
July 12 says: ‘‘ Mr. E. St. Jobn, for many years General 
Ticket and Passenger Agent of the Chicago & Rock Island 
Railroad, and who, for about a year. has also aoreeene the po- 
sition of Assistant to the General Manager in additicn to his 
other duties, has been made Assistant General Manager of 
the road, and relinquishes the direct charge of the ticket and 
passenger departments. E. A. Holbrook, for some time As- 
sistant General Ticket and Passenger Agent, succeeds Mr. St. 
John as General Ticket and Passenger Agent, and George H. 
Smith, Chief Clerk of the General Passenger Department, 
has been promoted as Assistant to Mr. Holbrook. These ap- 
pointments are in accordance with the well-known civil ser- 
vice rules so long in force on the Rock Island. Nearly every 
official of the road has worked his way up from the foot of 
the ladder. Mr. St. John, who now takes the position of As- 
sistant General Manager, has been in the service of the Rock 
Island for about a quarter of acentury. Both Mr. Holbrook 
and Mr. Smith have also earned their promotions by long 
work in the service of the company.” 


Chicago, Marseilles & Streator.—The following are the 
officers of this new company, successor to the Chicago & 
Batavia : President, C. R. Vandercook ; directors, John N. 
Young, Taylor A. Snow, H. R. Vandercook and H. F., 
Frink,. 

Chicago, Milwaukee & St Paul.—Mr. Thomas Appleton 
has been appointed Chief Assistant Engineer. He has served 
on various roads, and was recently City Engineer of East 
Saginaw, Michigan. 


Cincinnati, Charleston & Chicago.—The following are 
the officers: President, A. B. Harris ; Business Manager , 
R. A. Johnsov ; Chief Engineer and Superintendent, J. F. 


Jonrs. 


Columbus & Montgomery Short Line.—The directors are : 
J. M. Baker, M Bergan, A. J. Digby, M. M. Hirsch, 
Isaac I. Moses, Isaac I. Moses, Jr., G. M. Williams. Office 
in Montgomery, Alabama. 


Denver, Memphis & Atlantic.—The officers of the Fitz- 
gerald & Mallory Construction Co., which is building this 
road, are: President, S. H. Mallory; Vice-President and 
Treasurer, John Fitzgerald; Secretary, S.S. King. Office 
at Chetopa, Kansas. 


Detroit. Bay City & Alpena.—The present list of officers 
of this company is as follows: R. A. Alger, President; M. 8. 
Smith, Vice-President; J. S. Newberry, Treasurer; J. C. 
McCaul, Auditor; T. H. Newberry, Secretary; C. F. Liver- 
more, Freight and Ticket Agent; Milo Eastman, General 
Superintendent, East Tawas, Mich. General offices, Detroit, 
Mich. Car service reports should be addressed to J. C. 
Mctuaul, Auditor, and car tracers to Milo Eastman, General 
Superintendent ; remittances should be made to R. A. Alger, 
President, 


Evansville, Indianapolis & Cincinnati.—The directors of 
this new company are: D. J. Mackey, William Heilman, 
W. D. Ewing, G. J. Gramer, W. J. Lewis, E. B. Morgan, 
Edwin Taylor. Office in Evansville, Indiana. 


Fort Meade 4: Plant City.—The following are the officers 
of this new c mpany: President, J. B. Simmons, Kissim- 
mee, Fla.: Vice-President, W. F. Burts, Plant City, Fia.; 
Secretary, C. C. Wilson, Fort Meade, Fla.; Treasurer, J. E. 
Robeson, Fort Meade, Florida. 


Kansas City, Memphis & Birmingham.—At a meeting 
held in Birmingham, Ala., July 5, the following directors 
were chosen : Cyrus Garnsey, John A. Grant, M. A. Porter, 
Wm. A. Walker, Birmingham, Ala.;C. B. McAfee, Spring- 
field, Mo.; George H. Nettleton, Wallace Pratt, Kansas City, 
Mo. The board elected George H. Nettleton, President. 


Kansas C.ty, Wyandotte & Northwestern—At a meeting 
held in Kansas City, Mo., July 10, the following directors 
were elected: George T. Anthony, A. W. Jones, George N. 
Edgerton, J. S. Chick, John Henry Miller, E.S.W. Drought, 
Richard McAlpin, K. B. Armour and Terry Critchfield. 
Gov. Anthony was then elected President; Col. A. W. Jones, 
Vice-President: George M. Edgerton, Secretary; J. 8. Chick, 
Treasurer. 


Litchfield, Carrollton & Western.—Mr. W. S. Hook, who 
is President of the Jacksonville Southeastern, has been 
chesen President of the above company, in place of Mr. G. 
W. Davis, who becomes Vice-President. 


Michiyan & Ohio.—Mr. H. C. Parker, formerly General 
Freight and Passenger Agent of the Peoria, Decatur & 
Evansville Railroad, has been appointed General Freight 
and Passenger Agent of this road in place of Mr. B. Mc- 
Hugh, transferred. 


Missouri Pacific.—Russell Harding is now Su 
and Engineer of the St. Louis, Fort Scott & 
road, with office at Wichita, Kan. . 

P. J. Crosby is now Traveling Passenger Agent, with head- 
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quarters at E) Paso, Tex., in place of J. A. Wilson; G. H. 
Campbell is now Commercial Agent at Galveston, Texas. 


Mobile & Girard.—At the annual meeting in Columbus, 
Ga., July 7, the following officers were elected : President, 
W. G. Raoul; directors, Johu Peabody, N. P. Banks, N. N. 
Curtis, C. H. Franklin, J. D. Murphree, C. E. Hochstrasser ; 
Secretary and Treasurer, J. M. Frazer; Superintendent, W. 
L. Clark. 


Natchez, Red River & Texas.—Hiram R. Steele is now 
President and General Manager of this company; H. I. Staf- 
ford is Superintendent. Office at Vidalia, uisiana. 


New York Arecade.—The board of directors has elected ex- 
President Chester A, Arthur President of this company. 


New York Cable.—The board has re-elected William S. 
Williams, President; Homer A. Nelson, Vice-President; A. 
L. Earle, Secretary; Thomas W. Evans, Treasurer. 


New York, Lake Erie d& Western.—Mr. J. M. Drill has been 
appointed General Coal Agent for all the company’s lines 
east of Buffaloand Salamanca. Mr. J. P. Thompson, late 
General Agent at Newark, N. J.,succeeds Mr. Drill] as Division 
Freight Agent for the Eastern and Delaware divisions. 

Mr. Wm. Corbett is appointed Trainmaster of the Buffalo 
& Southwestern Division, with office in Buffalo, N. Y. 

The following appointments are announced for the Erie 
Express: Jobn McFall, Superintendent for the territory of 
the Erie Railroad and branches, east of and including Sala- 
manca, Buffalo and Suspension Bridge, with headquarters 
at Elmira, N. Y. C. W. Douglass, Route Agent over all ter- 
ritory east of Lackawaxen, and the Hawley Branch and the 
Erie & Wyoming Valley Railroad, with headquarters at Jer- 
sey City,N. J. R.J. Hackley, Route Agent over that por- 
tion of the above territory known as Western Division, Buf- 
falo Division, Buffalo & Southwestern Division, with head- 
quarters at Hornellsville, N. Y. George R. Dunn will con- 
tinue as General Agent for the Erie Express for New York 
City, Jersey City and Brooklyn. . P. Morgan, Route 
Agent over territory known as Rochester Division, Susque- 
hanna Division and that part of the Delaware Division west 
of Lackawaxen, with headquarters at Binghamton, New 
York. 

Northern Pacifie Terminal Co.—In Portland, Oregon, July 
8, the following officers were elected : President, Henry Fail- 
ing, Portland; Secretary, Joseph Simon, Portland; Assistant 
Secretary and Treasurer, George S. Jones, New York. 


Cuincy, Missouri & Pacific.—From and after June 30 the 
line of road heretofore operated by the trustees of the first- 
mortgage bondholders will be run and operated by John 
Paton, Edwin Parsons and C. 8S. Gillette, the Purchasing 
Committee of the first-mortgage bondholders. Amos Green 
has been appointed Agent of the Purchasing Committee and 
F. D. Schermerhorn is appointed Superintendent and General 
Freight and Ticket Agent. Until further notice, all agents 
aud employés of the trustees will be continued in the respect- 
ive positions now held by them. 


St. Joseph & St. Louis.—On and after July 1 this former 
division of the Wabash will be operated independently with 
Winston Judson as Vice-President and Resident Manager, 
and W. P. Harris as General Superintendent. General Sup- 
erintendent Harris anpounces that this road will be operated 
as a separate corporation on and after July 1, and that all 
employés are retained in their present service, and are re- 
quested to continue in the regular discharge of their duties. 
Mr. H. A. Russell is appointed General Freight and Ticket 
Agent; all matters pertaining to the freight and passenger 
departments will be under bis charge. Mr. E. R. Francisco 
is appointed Auditor, to whom all reports will be sent. Mr. 
D. A. Garwood is appointed Car Accountant. Mr. H. H. 
Libbe is appointed Chief Dispatcher, and will have charge of 
the movement of trains aud the distribution of cars. Fr. J. 
W. Sager is appointed Master Mechanic, and will have 
charge of all matters pertaining to the Motive Power De- 
partment. Mr. P. J. Nolan is appointed Roadmaster, with 
headquarters at Richmond, Mo. The headquarters of all 
officers will be at St. Joseph, Mo., unless otherwise specified. 


St. Louis, Chicago & Peoria.—The directors of this com- 
pany are: H. E. Hensley, R. 8S. Hodgen, H. A. Neal, H. E. 
Wilson, Charleston, Iil.; D. L. Wing, Springfield, Illinois. 


St. Paul & Northern Pacific.—At the recent annual meet- 
ing the following directors were elected: Robert Harris, Ed- 
ward D. Adams, Frederick Billings, C. B. Wright, C. H. 
Coster, Thomas F. Oakes, J. B. Williams. The board elected 
Robert Harris President; E. D. Adams, Vice-President: 
Geo. S. Jones, Secretary and Treasurer. The road is leased 
to the Northern Pacific. 


Southern Pacific Co., Atlantic System.—The following 
circulars from the office of J. Kruttschnitt, Assistant Man- 
ager, are all dated New Orleans, July 10: 

“On and after July 15, 1886, Division Superintendents 
will report to this office direct in all matters pertaining to 
the construction or maintenance of track.” 

‘The jurisdiction of Mr. J. R. Adams, Assistant Superin- 
tendent of Bridges and Buildings of the Galveston, Harris- 
burg & San Antonio Railway and branches, is hereby ex- 
tended over the Morgan and Victoria divisions of this sys- 
tem, with the title of Superintendent of Bridges and Build- 
ings of the Atlantic System. All employés iu the above de- 
partments will respect his orders ies ps Mr. Adams’ 
headquarters will bein Algiers, La., and he will report to 
this office direct.” 

_* Mr. E. G. Thompson, owing to poor health, having re- 
signed his position as General Superintendent of the Galves- 
ton, Harrisburg & San Antonio Raleay and branches, to 
take effect July 15, the office is abolished, and Mr. P. L. 
Queyrouze is hereby appointed General Agent of the G., H. 
& 8S. A. Railway system, with headquarters at Houston, 
Tex. Mr. Queyrouze will exercise the same authority and 
have the same control of the company’s interests as was 
formerly delegated to Mr. Thompson, except in matters per- 
taining to the maintenance and construction of track and 
bridges and buildings, which departments will be supervised 
as indicated in Circulars Nos. 9 and 10, of this date, from 
this office. Division Superintendents and employés in the 
Traffic, Transportation, Mechanical and other departments, 
except those mentioned above, will respect and obey all in- 
structions emanating from Mr. Queyrouze’s office, and will 
forward to him such reports, correspondence and requisi- 
tions as have heretofore been sent to the office of the General 
Superintendent.” 


Texas, Santa Fe & Northern.—The following directors 
have been elected, the old directors resigning : L. M. Meilly, 
New York; R. M. Johnson, John Symington, E. P. Sheldon, 


Thomas Smith, Santa Fe, N.M. Mr. L. M. Meilly was chosen 
President, 


Toledo, St. Louis & Kansas City.—The full list of the offi- 
cers of this company (successor to the Toledo, Cincinnati & 
St. Louis) is as follows ; Presideut, J. M. Quigley; Vice-Pres- 
ident, George L. Bradbury; Secretary and urer, Isaac 
L. White; General Superintendent, w. H. Pettibone; Gener- 
al Freight and Passenger Tye C, C, Jenkins; Cashier and 
Paymaster, M. L. Crowell; Auditor, W, H, Roadnight; Chief 





Engineer, J. O. Osgood; Superintendent St. Louis Division, 
B.S. McLeod. The offices are in Toledo, O., except that of 
the President, which isat No. 40 Wall street, New York. 

The following circular was issued by President Quigley on 
July 7: “Mr. W. H. Roadnight having resigned the posi- 
tion of Auditor, E, O. Reed, Esq.. is appointed Acting Audi- 
tor, to take effect from this date. His orders will be duly 
respected and obeyed.” 


Union Point & White Plains.—The directors of this new 
company are: J. H. Howell, P. O'Neil, A. ieee. White 
Plains, Ga.; J. C. Hart, Union Point, Ga.; A. Hodginson, M. 
J. O'Farrell, Athens, Ga.; Harry Hill, Atlanta, Georgia. 


Warrenton.—At the annual meeting in Warrenton, N. C., 
July 9, the following directors were chosen : President, Wm. 
I. White; Directors, Samuel P. Arrington, Charles A. Cook, 
Jerry Draper, John R. Johnson, Joel G. King, Wm. J. Nor- 


wood, 








PERSONAL. 


—Mr. W.H. Roadnight has resigned his position as Audi- 
tor of the Toledo, St. Louis & Kansas City Company. 


—Mr. D. Brock bas resigned bis —_ as Superintendent 
- Transportation of the Missouri Pacific and its controlled 
ines. 


—Mr. W. J. Craig, recently Receiver of the Toledo, Cin- 
cinrati & St. Louis road, has purchased a large interest in 
the Indianapolis Sentinel and has taken editorial charge of 
the paper. 


—Mr. Oscar G. Murray has resigned his position as Traffic 
Manager of the Texas & Pacific road. Mr. Murray will still 
continue to hold his office as Traffic Manager of all the Texas 
Lines of the Missouri Pacific. 


—Mr. E. P. Vining, Commissioner of the Westera Trunk 
Line Association, has been honored by Yale College with the 
degree of Master of Arts. Mr. Vining isa man of letters and 
an author of considerable reputation, and the honor con- 
ferred upon him is well deserved. 


—Mr. Gratz Mordecai, C. E., whose book on the railroad 
terminal facilities in New York will be remembered, has been 
appointed an expert assistant in the United States Bureau ot 
Labor Statistics, and the Chief of the Bureau, Col. Carroll D 
Wright, has directed him to report upon the production, 
oe Tac and distribution of the principal trade com- 
modities. 


—A pry we from Cleveland, O., states that Mr. Ashley 
Pond, of Detroit, has resigned his position as General Coun- 
sel for the Lake Shore & Michigan Southern Railroad Co. 
Mr. Pond will retain his office as General Counsel for the 
Michigan Central Co., his retirement from the Lake Shore 
being due to the fact that the work of the two companies 
is too much for one man. 


—Hon. Edwin Flye, of New Castle, Me., died July 12, 
while on a visit at the residence of his daughter, at Ashland, 
Ky. Mr. Flye was a large shipbuilder and ship owner, and 
was a man of considerable prominence in local affairs. He 
served in the Maine legislature and as a member of Congress. 
He was one of the originators of the Knox & Lincoln road 
and had served as a director of that company from its first 
organization. 


—Mr. Alfred Wilkinson, of the firm of Wilkinson & Co., 
bankers, died at his residence in Syracuse, N. Y., July 7, 
aged 55 years. Mr. Wilkmson graduated from the Repsel- 
laer Polytechnic Institute at Troy in 1850 and served as civil 
engineer on several different roads until in 1856 he was ap- 
pointed Assistant Superintendent of the Michigan Southern 
& Northern Indiana road. In 1867 he was appointed inter- 
ual revenue collector for the Syracuse District, and after the 
expiration of his term he went into the banking business, in 
which he has remained ever since. 


—The Official Guide says: *‘Mr. Samuel Stevenson, 
whose transfer from the position of General Ticket Agent of 
the Cinciunati, Hamilton & Dayton Railroad is elsewhere 
noted, has been connected with that company for over 30 
years. He has been General Ticket Agent since June 1, 
1866. This covers a period of one month more than 20 
years, a longer term of unchanged service as General Ticket 
Agent than that of any other person, with one or perhaps 
two exceptions. Previous to 1866 Mr. Stevenson had been 
successively a clerk in the Superin‘endent’s and Paymaster’s 
departments, Paymaster, clerk in the Secretary and 
Treasurer's office, and General Superintendent’s clerk. Mr. 
Stevenson remains with the company as General Baggage 
Agent.” 





—The New York Commercial Advertiser says: ‘‘ Mr. 
Artemas H. Holmes, who has acted as counsel and adviser 
for Mr. Henry Villard, formerly President of the Northern 
Pacific Co., during the latter’s absence in Germany, says that 
it has been Mr. Villard’s intention for some time to return to 
this country. He had resolved to start during the last spring, 
but postponed his departure partly on account of ill health 
and partly because his son is just about entering college and 
he wanted to see him at work. His daughter, too, is just en- 
tering society, and he did not feel that he wanted to leave his 
family at so criticala time. As it stands now, Mr. Villard 
will return to New York, in all probability, this autumn. 
There is no reason why he sbould not return, according to 
Mr. Holmes, as satisfactory adjustments have been made 
with his creditors here. egarding the rumors that Mr. 
Villard was making an effort, with the assistance of his 
friends, to re-establish himself as President of the Oregon 
Railway & Navigation Co., Mr. Holmes says that it is not 
true, so far as Mr. Villard is concerned. In his correspond- 
ence Mr. Villard says emphatically that he will have nothing 
to do with any of his old enterprises. He is now engaged in 
Germany in advising German capital as to American invest- 
ments. This he has done for a number of years. He is not 
attracting German capital for any especial scheme.” 








TRAFFIC AND EARNINGS. 


Cotton. 


Cotton movement for the week ending July 9 is reported as 
follows, in bales: 





Interior markets : 1886. 1885. Inc. orDec. P.c. 
rs 3,827 2.542 I. 1,285 50.6 
eS EE Se ae 13,160 7,447 +I. 5,713 W772 
Stock, July 9...... 77,661 28,711 I. 48,050 170.3 

Seaporte ; 

Receipts... .. «. 12,694 2,862 I. 9,832 340.3 
Exports ..... . 38,397 27.049 I, 12,348 45.7 
Stock, July 9... 307,633 257,180 I. 50,453 16.3 


The total shipments from plantations for the crop year to 
July 9 are estimated at 6,451,766 bales, against 5,597,605 
last year, 5,643,264 in 1883-84 and 6,923,961 in 1882-83. 


Coal. 


Anthracite coal tennnge ‘or the week ending July 3 was 
508,816 tons, against ,861 last year ; increase, 82,951 
tons, or 19.7 per cent, The total tonnage for the six months 





to July 3, as given by the weckly reports, was 14,709,981; 
last year, 18,175,500; increase, 1,534,481 tons, or 11.6 per 


nt. 

The stocks of anthracite coal on band are increasing, and 
there is, apparently, no very active demand, The companies 
all claim that they are maintaining prices, but there is really 
much cutting and underselling, if common report is to be 
believed. Thus far this year there bas been an increased 
trade, but very little profit for any of the companies. 

Bituminous coal tonnages for the six months to July 3 
are reported as follows : 


1886. 1885, Inc. or Dec. P.c. 
Cumberland, all lines.. 821,843 1,268,494 D. 446.551 "5.2 
Hun. & Broad Top .... 181,177 83,532 I. 97.645 116.8 
Bar. R.R. & Coal Co... 100.240 123,915 D. 23,675 19.1 
Beech Creek... ... ... 443,141 352,921 1., 90,220 25.6 
Pennsylvania R. R: 
Clearfield. .. .. .... 30,688 1,528,243 D. 597,555 29.1 
Mountain District.... 405,476 254,066 1. 351,410 59.6 
Penn and Westmore. 497.443 540,955 dD. 43.512 8.0 
Mivor districts ....... 691,068 528.105 L 162.963 309 
Norfolk & Western.... 400,110 272.948 I. 127,162 46.6 
Chesapeake & Obio.... 553,312 520,471 I, 32,841 6.3 
Total bituminous ...5,024,498 5,473,550 D. 449,052 8.2 


The decrease in the Clearfield and Cumberland districts 
was due to the long strike, and the increase in other districts 
resulted largely from the same cause, those districts being 
called on to make up the deficiency in supply. 

Coke tonnages for the six months to July 3 are reported 
as follows: 


1886. 1885. Inc, orDec. P. c. 

Southwest Penna. R. R.... 1,221,040 983.197 I. 237.843 24.2 
Minor districts, Pa.R. R.. 399.806 291.102 1. 108.704 37.3 
Connellsville, via Pa. R. R. £3 950 33.916 D. 9,966 29.8 
Total coke............... 1,644,796 1,308,215 I. 336,581 25.7 


These tonnages are all over the Pennsylvama Railroad, 
which is the only line reporting coke tonnages regularly. 
The great increase is chiefly due to improvement in the iron 
trade. 

Actual tonnage passing over the Pennsylvania & New 
York road for the seven months of its fiscal year from Dec. 1 
to July 3 was: 


1886 1885. Inc. or Dec. Pe 

Anthracite. .... 0.0.0 88” ,064 637,6°8 I. 244,436 38.6 
Bituminous... ......... 109,134 141,848 D. 32,714 23.0 
SE ae 991,198 779,476 I. 211,722 27.2 


The larger part of the anthracite is received from the 
Lehigh Valley road, of which this line is an extension. 

The anthracite coal tonnage of the Belvidere Division 
Pennsylvania Railroad, for the six months to July 3 was: 


1886. 1885. Ine. or Dec. P.c 

Coal Port for shipmevt.. 28.744 35.242 D. 6.498 18.6 
S. Amboy ~ . 253,340 275,756 D. 22.416 8.1 
Local points on N. J. divs 399,545 385 869 I. 13,676 3.5 
Co.’s use = * 113,605 107,022 1. 6,583 6.2 
TEE tnd Adawsdisee> be 795 234 803.889 D. 8,655 11 


Of the total this year 660,953 tons were from the Lehigh 
Region, and 134,281 tons from the Wyoming Region. 

Cumberland coal shipments for the six months to July 3 
are reported by the Cumberland Civilian as follows : 





1886. 1885. Ine.or Dee. P.c- 

Baltimore & Ohio R. R..... 658.146 949,611 D, 291.465 30.7 
Bedford Div., Penna. R. R.. 122,424 198,236 D. 75,812 38.3 
Chesapeake & Ohio Canal.. 41,273 120,547 D. 79,274 66.0 
eee 821,843 1,268,394 D. 446,551 33.2 


Local coal deliveries are included in the Baltimore & Obio 
Railroad tonnage. 

Chicago receipts for June and the half year to June 30 are 
reported as follows : 









-——-June.—-— -—--Six months. --— 
1886. 1885 1886 18 5 

Anthracite.... ........ 139,309 155.461 505,225 440,561 
Eastern bituminous... 91,739 83,142 396.103 2 
| Se are . 72,929 74.648 522: 
PD sdeccke 1 0- ssek San 44.349 299,253 
oo Saree 38.785 258,597 236,537 

ee: 596 375 1,981,510 2,074,760 


For the six months this year the total decrease was 93,250 
tons, or 4.5 per cent. 

St. Louis coal receipts for th> six months, June 30 were 
894,543 tons of coal and 40,441 tons of coke a total of 934,- 
984 tons; an increase of 2,140 tons, or 0.2per cent., over 
last year. 

San Francisco coal receipts for the half-year to June 30 
were 378,564 tons, against 453,955 tons last ‘year and 391,- 
957 tons in 1884, ‘The decrease frum last year was 75.391 
tons, or 16.6 percent. All the receipts were by water. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending July 10 was : 











Coal. Coke. Total. 1885. 
Line of road... . .... 136,352 61,649 198,001 201,502 
From other lines... .. 83.998 488 84,486 55,103 
ssaemtindnhs sinh. tiee 220,350 62.137 282,487 — 256,605 


1,70 933 7,623,577 6,919,216 
Increase for the week, 25,882 tons, or 10.1 per cent.; in- 
crease for the year, 704,361 tons, or 10.2 per cent. 
Cumberland cval shipments for the week ending July 10 
were 65,672 tons. Total to July 10 this year, 885,514; last 
year, 1,370,142; decrease, 484,628 tons, or 36.1 per cent. 


Central Passenger Committee. 


Tn accordance with the resolution adopted June 8, a meeting 
is called at the Association Rooms, Chicago, Tuesday, July 
20, at 10a. m., for the purpose of merging this Committee 
with the Passenger Department of the Central Traffic Asso- 
ciation. 

As this isa very important step, it is hoped that every 
member of the Committee will be present at this meeting. 


Lake and Canal Rates. 


The Puffalo Commercial Advertiser says: *‘ Grain freights 
by water were fairly well sustained during June, as will be 
seen by the following exbibit showing the average rates on 
wheat and corn from Chicago to Butfalo by lake, and from 
Buffalo to New York by canal, for the month of June, in the 
years named : 


——Laki —— -—-— Canal ——, 

Wheat. Corn. Wheat. Corn. 

Cts. Cte. Cts. Cts. 

DL ciaeneopedin esdohe tae 2.7 2.5 3.8 3.0 
Dotacianvedsagss papacen 1.3 12 3.1 2.9 
Mbees bcave sbdewenectece 2.3 2.0 3.4 3.1 
die cus week cecnbbueedes 2.4 2.2 4.3 3.9 
MEL! Shetdexecdsis be doud 2.6 2.1 4.3 3.9 
DiAsh  deenas.  dénaandha 4.1 3.6 4.7 4.2 
MEE £h-b06%b0% meeeooonseens , Hl 8.0 6.9 6.4 
DET 60056. ctucaeamansadace 2.1 1.8 4.1 3.6 
sshiehlissbentecten cues 2.1 1.8 4.7 4.1 
Ties ebuade 2.4 1.6 5.0 4.9 
(Se 2.4 2.3 6.2 5.4 
MD's sobewbiinedsGeOds cere 3.0 2.6 69 6.3 
NUE bdsecd) coma! aalanesezas 4.2 3.9 11.3 10.3 


“Tt is seen that, with the exception of 1880 and 1881, 
when the crops were enormous and the export demand good, 
the average for, last month is the best for any June in 
eleven years. Te rate by canal also compares favorably 
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with preceding years. The large amount of ‘ hot’ corn in 
transit of late, however, has militated against the canal. 
The freight market was remarkably steady vhroughout the 
month.” 
Railroad Earnings. 
Earnings of railroad lines for various periods are reported as 
follows: 
Six months to June 30: 
188! 














a 1885 Ine. or Dec. P.«. 
Char., Col. & A.. $377,436 $379 024 DD. $1.588 4.2 
C,1,8t.L &C.. 1,195.904 1,149,624 I. 46,280 4.0 
Cin., W. & Balt.. 910.216 834,475 LL. Fd,7A4L 9.1 
Cleve. & Canton.. 160,742 142,868 I. 17,874 125 
Neo earnings... 42,154 21.600 I. 20,554 95.2 
Col. & Greenville. 305,724 317,752 Dz 12.028 3.8 
Ev. & T. Haute.. 338,334 829,030 1. 9,304 2.8 
Flint & Pere Mar. 1.073.402 932,109 LL. 141,293 15.2 
Grand Trunk. ... 7,437 873 6,833,637 I. 664,236 88 
Ill Central; 
Ill. lines ........ 2,887,740 3,021,303 BD. 133.563 44 
South. Div...... 1.797.947 2.114928 D. 316,981 15.0 
Iowa lines .. .. 762.753 749.720 =. 13,033 £7 
Ind., Dee & Spr.. 180.619 52,5 F 28,256 18.6 
K. C., Clint. & S. 106,182 eee re 
K.C.,.Ft S &G 1,169,015 1,238,095 D. 69,080 5.7 
K.C..Spr.& M... 695.139 830.250 D. 135.111 16.5 
Lou,, Ev. & St. L. 373.956 318.224 I. 65,732 17.5 
Marq., H. & Ont. : y 284,554 L 90,655 3SL8 
Mobile & Obio ... 839.580 916,997 D. TiAi7 84 
N. Y.Cen.& H R. 14,912,612 11,565,857 I. 3,346,755 28.9 
N.Y. Cty & No 254,350 198,605 I. 55.745 28.0 
N. ¥., Oot. &'W.. 572,767 945,156 I. 27,611 51 
Norfolk & West.. 1.423.107 1.215.722 I 207,355 27.1 
Oreg an RL. & N .. 2,299,845 1,824 756 1. 74,082 26.0 
Peoria, Dee. & E. 332.946 328,490 I. 4.456 1.4 
Rich. & Dan .... 1,881.651 1,855,573 1. 26,078 1.4 
St. Jo. &Gd.1.. 544,734 495,143 L 49,591 10.0 
8t. L., A. & T.H.: 
Main Line...... 562,372 572.340 D. 10.968 19 
Belleville Line.. $24,484 349.787 D. 28,353 72 
St L., Ark. & T 684 9354 438,162 I. 246.772 $56.3 
St. P.. M. & Man. 2 934,816 3,146,918 TP. 212.102 6.7 
Va. Midland...... 678.308 689.0L5 D. 10,707 1.5 
Western N. C.... 239.799 213,724 I. 26.074 12.2 
Wiscousiu Cent... 677,635 716,309 D. 38,674 5.4 
Five months to May 31: 
Balt. & Potomac. ‘$521,464 $551.586 D. $30,122 5.5 
Net earnings... 192 078 215.791 D. 23,713 10.9 
Bur., C. R. & No.. 1.047,509 1,183,467 D. 135,958 11.6 
Net earnings.... 247,238 320,809 D. 73.571 27.9 
Cin,.I,St.L.&C. 1,098,900 970,247 I. 38,553 3.9 
Net earnings.... 372,411 321,709 I. 50,702 15.7 
Des M. & Ft. D... 128,704 141,959 D. 3 93 
Net earnings... 24.293 30,143 D. 5,850 19.5 
L. Rock Junction. 20,582 16,201 I 4,381 7.0 
Ohio & Miss...... 422,600 1,474,214 D. 61,614 3.6 
Net earnings... 340,496 312,820 I. 27,676 8.9 
Union Pacific .... 9,342,266 9,269,134 1. 73,132 0.8 
Net earnings.... 2,632,025 2.874.206 D. 242,181 8.5 
Month of May: 
Balt. & Potomac. $110.877 $106,098 I. $4,779 45 
Net+arnings. .. 43,247 43,656 D. 409 09 
Bur., C. R. & No. 211,35" 236.385 D. 28.030 11.7 
Net earnings. .. 41,803 64,299 D, 22,496 3.1 
C., 1. 8t. L. & C.. 191,698 192.175 D. 477 0.2 
Net earnings... 14 58.480 I 5,984 10.3 
Des M. & Ft. D.. 24.484 27,791 D. 3,307 118 
Net earnings. .. 2,344 4.987 D. 2,643 82.9 
Ft. Worth & D.. 31,869 4°,343 D. 10.474 24.9 
Net earnings. .. 12 804 17,168 D, 4,364 15.6 
L. Rock Junction. 3,512 2.887 I. 625 3% 
Lou., N eT: 103,651 75,6)2 2 37.1 
Net earnings. .. 15 012 3,200 I. 39.1 
Ohio & Miss ..... 298.0: 275,480 I. 222.58 82 
Net earnings... 76,786 63,414 LL 13.372 21.1 
Union Pacific..... 2,211,448 2,067,527 I. 143,921 6.9 
Net earnings... 647,175 632,093 L 15,082 2.4 
Month of June: 
Char., Col. & A.. $46.650 $42.745 I. $3.905 91 
G2: ba & OS. 188,199 179.276 L 8,923 5.0 
Cin., W. & Balt.. 146.°00 114,206 L 3L991 28.1 
Cleve. & Canton.. 52.982 26,042 I. 6,940 26.7 
Net earnings.... 8,832 3,558 I. 5.274 146.4 
Col. & Greenville. 23,700 30,974 D. 7.274 23.5 
Kv & TerreH ... 60,012 55.511 I. 4.501 8.0 
Flint & Pere Mar. 168.080 157,721 I. 10,359 «6.8 
Grand Trunk. . 1,807,676 1,102,281 I. 205,395 18.6 
Illinois Central: 
DE: MOB iw 044105 513,798 529,487 D. 15,689 3.0 
So. Division..... 239 078 234.120 Db. 4,042 1.7 
Iowa lines...... 132.620 136,785 D. 4.165 3.0 
Ind... Dee & Spr... 28,775 24,153 I. 4.622 19.2 
xX. GC, #cs.-é:G. 176.284 174.370 L. 1,914 1.1 
K.C.,Spr.&M...° 124,491 106.579 L 17,912 16.7 
Lou , Ev. & St. L. 61,086 56,003 I. 5,083 9.1 
Ma q.,H. & O.... 134.619 124.965 I, 9.654 7.7 
Mobile & Ohio... 117,688 108,755 I. 8,903 8.2 
N.Y. Ceo.& H.R. 2,664.245 1,972,915 I. 691,330 00.0 
N.Y. City & No. 47.236 40,182 I. 054 17.6 
N. Y., Oot. & W. 120,288 106.801 I. 13,487 126 
Norfolk & West.. 201,844 170,459 L. 31,385 18.4 
Oreg. R. & N..... 494.5 382,782 I. 111,718 29.2 
Net earnings .. 241.100 183.85t LT. 57,219 311 
Peoria, Dec. & E. 5d 347 47,945 I. 7,402 154 
Rich & Danville.. 266 900 266,294 I. 606 0.2 
St. Jo. & Ga... 85,827 65,855 1. 19,972 30.3 
St.L., A & T.H: 
Main Line..... 94.116 87.656 I. 6460 7.4 
Belleville Line. 51.910 47.534 L. 4.376 9.1 
St. L, Ark. & T.. 96,020 69,851 I. 26,169 37.4 
St. P., M. & Man.. 171,062 511,615 D. 40,543 79 
Va. Midland... .. 121,908 118,993 I. 2,915 2.5 
Western N.C. ... 44,028 35.362 I. 8,866 25.3 
Wisconsin Cent.. 117,840 126,653 D. 8,813 7.6 
First week in July: 
Buff., R. & Pitts. $23.86? $24,141 D. $279 1.2 
Oanadian Pacific. 210.0 0 179,000 I. 51.000 285 
Chi. & Alton..... 148.289 141,463 IL. 6,826 4.8 
Chi. & East. M.. 29.060 29,188 D. 128 04 
Chi, Mil. & St. P. 449.000 423,064 I. 25,9036 6.1 
Chi. & Nor’west.. 457,200 425,800 L. 31,400 7.4 
C., St. P., M.& O. 102,500 103.500 D. 1.000 0.9 
c.. LL. ot. L. & C. 43,781 37,500 I, 6.28 16.7 
Iilinois Central... 192,100 168.147 L. 23.852 142 
Iowa lines. .... 32.900 32,499 I. 401 1.2 
Louisv. & Nash.: 252.260 237,585 I. 14.705 6.2 
Mil & Northern.. 11,615 10.371 I. 1,244 11.9 
St. L. & San F... 89.300 60,300 1. 29,300 48.8 


The New York Central & Hudson River statement includes 
the earnings of the West Shore Railroad this year, but not 
in 1884. 

The St. Louis, Arkansas & Texas is the former Texas & 
St. Louis road, as reorganized. 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 

Central Traftic Association. 


Assistant Commissioner George H. Daniels has issued the 
following circular: ‘*In accordance with the resolution 
adopted at Cresson, a meeting of the Central Traffic Asso- 
ciation, Passenger Department, is called at the Association 
Rooms, Chicago, Tuesday, July 20, at 2 p. m. 

** Tn issuing this call I desire to impress upon you the desir- 
ability of proceeding, in the speediest manner possible, to the 
arbitration of the various questions which you wish to refer 
to arbitration. 

“It is of the utmost importance that these questions be 
settled definitely and as quickly as possible, and it will, in 
my opinion, be greatly to the interest of all lines that no 
further delay in has matters be permitted. 

‘Will you not, then. come to this meeting prepared to 
refer to arbitration the several questions that have been in 


dispute, but not, however, until you have made another 
effort to settle them among yourselves. 

** The principal questions which should be disposed of at 
the next meeting are as follows: 

‘“* A. Special fares. 

‘** B. Orders for reduced rate tickets. 
issued ¢ 

‘*C. Progress toward arbitration. 

‘*D. Merger of the Central Passenger Committee with the 
Passenger Department of the Central Traffic Association. 

‘** E. Relations cf the Passenger. Department to roads not 
members. 

‘* F. Rules for the government of sub-committees. 

**G. Any other business that may properly come before 
the meeting 

‘** You will observe by the above that it will require con- 
siderable time to complete the business Jaid down for your 
consideration. It will certainly take two days, and it is 
hoped that every member will come prepared to stay three 
days, if necessary, in order to give the business the considera- 
tion it deserves.” 


How shall they be 


New England Traffic Notes. 
The Boston Railway Clearing House reports loaded cars 
coming into New England at all points during the month of 





June, 1886, as compared with June, 1885, as follows: June, 
1886, 44,498; June, 1885, 36,741. Increase. 7,757 cars, or 
21.1 per cent. 

Saginaw Lake Lumber Shipments. 
These have been shipped for the six months ending with June, 
from all points on the Saginaw River, in thousands of feet : 
Year. M. fr. 
i 3 See 
errr 
RR : -. 195,715 
, were eee Ceaaeser tae % R 
1881. «Ef Eas oda cons. fee gealwasd 217.771 


Thus the shipments this year were the smallest since 1879, 
11 per cent. less than last year and 22! per cent. less than 
in 1884. 

Indianapolis Car Movement. 
The number of cars received and forwarded at Indianapolis 
has been : 


———_—— Week ending--——- 








Junel2. June 19. June 26. July 3. July 10. 

1886—Total.. .. ..18.587 18,672 17,47 17,697 16.179 
Loaded ..... 13,735 13.617 12,455 13,532 12,006 
1885—Total........ se. 17,962 17,146 17,696 16,816 
EME, 055: <<0. ss 13,436 13,161 13,397 12,754 


The reduction from the preceding week was largely due to 
the general holiday, and in last half of the week the move- 
ment was large. 

Sault Ste. Marie Canal. 

The Ma: quette Mining Journal says: ‘‘We find that 739 steam- 
ers, 423 sail vessels and 34 rafts and unregistered craft passed 
through both the old and new locks of the Sault Ste. Marie 
Canal during the month of June. The aggregate registered 
tonnage was 672,008 tons, and the freight 668,417 tons. 
The business of the canal for June shows a large excess uver 
that of any previous month in its history. The average of 
daily passages was nearly 40, and would have reached that 
figure if only four more vessels had passed during the month. 
The average registered tonnage per day was 28,000 tons, and 
this large result would have been increased but for the heavy 
fogs which delayed craft. The registered tonnage exceeded 
that of June, 1885, by 191,676 tons, and the freight tonnage 
by 156,167 tons. It exceeded that of any previous month in 
the canal’s history by 121,043 tons and the freight tonnage 
by 157,179. 

‘*The time occupied in passing this great amount of ton- 
nage was 688 hours and 45 minutes, out of the 720 hours in 
he month.” 

Chicago Traffic Notes. 


The arbitrators of the Central Traffic Association, Messrs. 
MecMullin, Cable and Potter, having heard the appeal of the 
Michigan Central, the Lake Shore and the Chicago, St. Louis 
& Pittsburgh, asking for an increase of the percentages of 
the Chicago shipments allctted to them, declined to make any 
change. 

It has been agreed by the Chicago roads in the Association 
to weigh cars Joaded with live stock at the different junction 
points and charge strictly for actual weight. Scales are to 
be ready by Aug. 1. P 

The Chicago & Atlantic has agreed to co-operate with the 
other Chicago railroads, and they have resolved to stop pay- 
ing commissions and to maintain passenger fares to the East. 

The Western Weighing Association weighed the following 
numbers of Icaded car's : 

May, 1886. June, 1886. June, 1885. 
55.634 61,166 55,481 

The number in June was thus 5,684, or 10 per cent., more 
this year than last. These are cars going west from or 
through Chicago 

New York & Brooklyn Bridge. 

During June 2,272,227 persons crossed the Brooklyn 
Bridge, of whom 1,991,979 used the cars and 280,248 walked. 
This total does not include the occupants of vehicles, who 
furnished $5,910 of the month’s revenue of $62,463. The 
daily average receipts for June were $2,082, of which the 
average railroad receipts amounted to $1,831. Compari- 
sons show that the promenade isless popular and the cars are 
better patronized than formerly. The promenade yielded in 
June $54.54 per day, or $1,636, against; $68 per day, or 
$2,010 for June, 1885. The daily promenade average for 
June, 1884, before the reduction of tolls, was $123.83. 

On the cars the daily average for June was $1,831, against 
$1,425 for June, 1885, and $1,155 for June, 1884. Cash 
fares at 1 cent for June were 129,218; tickets, 25 for 5 
cents, 172.150; cars, at 3 cents, 1,023,379; car tickets, 10 
for 25 cents, 968,600, 

St. Louis Traffic Notes. 
Ata meeting of the St. Louis Committee, held June 12, it 
was decided to make a new class for compressed wool, and 
the rate was fixed at 49 cents per 100 Ibs. from St. Louis to 
New York, being oue-half the rate for woolinsacks Ata 
joint meeting of the committee and the St. Louis millers, it 
was decided not to meet the cut in rates on flour from Min- 
neapolis. 

Western Freight Association. 

Ata meeting of western railroad managers held in Chicago, 
July 12, President Cable, of the Rock Island road, submitted 
a plan for the settlement of existing difficulties. This plan, 
as put into a form of resolutions, is as follows: 

** Resolved, That money poo)s (where they do not already 
exist) shall be formed by the lines in interest. which pools 
should cover the entire cash receipts on all through competitive 
business between Chicago and St. Louis and Milwaukee, 
Peoria and intermediate junction and terminal points, where 
connections are made for through business with lines running 
east thereof to Kansas City, Leavenworth, Atchison, St. Jo- 
seph, Nebraska City, Council Bluffs, Omaha, Missouri Valley 
Junction, Sioux City, Minneapolis and St. Paul. 

‘* Resolved, That the managers here represented agree to 








the immediate formation of such money pools, and which 
shall cover the immediate cash receipts on business received 
at all points where competition exists and destined to com- 
petitive points, be it through or local, and that such pools be 
declared in effect on and after July 1, 1886, atall competitive 
points controlled by lines in this association. 

‘Resolved, That efforts shall at once be made to induce 
lines not represented in this association and who are competi- 
tors with us for business to give assent to the proposed plan 
for pooling business which is competitive, and in the evert of 
failure such steps shall be taken as will insure | ser eemmee to 
the interests of an association line which may be injured by 
such failure. 

‘* Resolved, That failing to agree in the matter of percen- 
tages to be allowed each line in the various pools proposed, it 
is hereby agreed that the same shall be submitted to the 
arbitration of three persons, two of whom shall receive unani- 
mous election by the lines in interest, and the two selected 
shall select a third, and their decision shall be final. 

‘** Resolved, That the pools so formed shall continue in force 
for three years from date of organization, subject to 30 days’ 
notice thereafter.” 

At the second day’s meetiug. after a long discussion, the 
resolutions submitted by Mr. Cable were brought to a vote 
and were voted for by the representatives of all the roads ex- 
cept the Illinois Central, Mr. Jeffrey, of that company, giv- 
ing as his reason that he believed the proposed plan was too 
comprehensive and complicated to be practicable. The reso- 
lutions were thus lost, a unanimous vote being required. 


Western Trunk Lines Association. 
At a meeting of the Western Trunk Lines Association 
held in Chicago, July 8, it was decided to revive the as- 
sociation, but not to put it in operation for the present, but 
to continue in the Western Freight Association. 
St. 


Chicago, Louis & Missouri River Associa- 


tion. 

At a meeting of this Association held in Chicago, July 10, a 
number of plans for the settlement of existing difficulties in 
the Association were suggested, but none was adopted. 
Finally a resolution was adopted reques‘ing the Chicago & 
Alton and the Hannibal & St. Joseph to suspend their 
notices of withdrawal until another meeting can be held. It 
is expected then that a general plan of settlement will be pre- 
sented. 








RAILROAD LAW. 


Rights of Stockholders. 

A Chicago dispatch of July 13 says: ‘‘ The Circuit Court 
rendered a decision to-day in the somewhat noted case of 
Wm. M. Jones against John B. Alley. In May, 1879, the 
Des Moines & Minneapolis Narrow Gauge Road, operated 
from Des Moines to Callanan, a distance of 58 miles, the 
Court said, was on the verge of bankruptcy. The Court 
said that at this juncture Alley ascertained that the owners 
of the floating debt, who also held a majority of the stock, 
were willing to sell the floating debt and bonds at about 
their face value, throwing m their stock, thus giving the 
purchaser the control of the road. Alley entered into con- 
tracts to buy of these parties the floating indebtedness, tak- 
ing an agreem: nt from the directors to continue to act as 
such until le should request their resignation. Alley con- 
tinued his operations and brought the road up to a good con- 
dition. 

‘** Continuing, Judge Tuley said: ‘ The theory of the bill is 
that at the time of the purchase he (Alley), by reason of his 
contracts with a majority of the directors to buy a majority 
of the stock, was in effect the manager and agent of the cor- 
poraticn, and occupied such fiduciary relations to the cor- 
oration as rendered incompetent for him to deal with it for 
his individual advantage; that as he controlled a majority of 
the directors, he was, in effect, both selling and buying the 
bonds, and that he should be made to account to the corpora- 
tion for all the profits, alleged to be over $100,000, which he 
made by the transaction.’ The Court said there could be no 
doubt that the persons in control of the corporation are un- 
willing to have this litigation proceed, not from coilusion, 
but because, as they swear, they have no cause for complaint. 
The Court said the evidence showed that the complainant 
had written a letter to the board of directors approving of 
the sale of the bonds to Alley, and five months afterward 
presided over a meeting of stockholders, approving and 
ratifying the sale to Alley. The Court said the complainant 
bad no standing in court, and directed that the bill be dis- 
missed at complainant’s costs.” 








OLD AND NEW ROADS. 

Asheville & Spartanbarg.—This line is one of the last 
in the South to change to standard gauge, the change having 
been completed July 9, and standard gauge trains com 
menced running this week. 


Bangor & Portland.—At the annual meeting in 
Bangor, Pa., last week the stockholders passed resolutions 
approving of the action of the president in building a new 
passenger station in Bangor and making other improvements 
on the road. 


Bishopville.—This road is a logging railroad, running 
from Atkins station, S. C., on the Charlotte, Columbia & 
Augusta road, northward. A section of 3 miles was built 
some two years ago and this year the line has been extended 
for 6 miles further. The lumber firm of Baker & Atkins, 
which owns the road, now purposes extending it northward to 
Bishopville, 20 miles from Atkins, and opening it for regular 
freight and passenger business as well as for the lumber 
business. 


Buffalo, New York & Philadelphia.—The Phila- 
delphia North American says: ‘‘ The work of reorganization 
is being pushed vigorously. It is proposed to foreclose at 
once six different mortgages. This clean sweep is made in 
order to admit of placing upon the new line a single mort 
gage, which will be a first lien and bear only 5 per cent. in- 
terest, though some of the old first mortgages bear 7. The 
mortgages to be foreclosed are the Oil Creek first, $573,000; 
Union & Titusville first, $500,000; Warren & Franklin first, 
$1,500,000; Pittsburgh, Titusville & Buffalo consolidated 
(second mortgage upon the roads covered by the preceding 
mortgages), $924,000; and the Buffalo, Pittsburgh & Western 
generals, of which the issue has not been large, also the Buf- 
talo, New York & Philadelphia firsts. 

‘To carry out this amicable foreclosure a syndicate was 
formed representing $7,200,000, which agreed to take under 
the plan of reorganization any part of ‘he $23,000,000 of se- 
curities affected which did not assent to the plan. More than 
four-fifths have already been turned in, and the syndicate has 
bought at par and interest about $5,000,00U of bonds, which 
will in time be converted into first mortgage 5s of the new 
company. The earnings of the company show an _ improve- 
ment over last year and the physical condition of the road is 
much better. Even if the road does no better than the aver- 
age of the last three hard years of low rates for the trans- 
portation of coal and general traffic, its earnings will suffice 
to meet the fixed charges as reduced.” 
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Burnt Cabin Valley.—This company has been organ- 
ized to build a branch road from Moss Side on the Pennsyl- 
vania Railroad, through Salem and the Burnt Cabin Valley, 
back to the Penvsylvavia road again at Stewart Station. 
Tke line will be 24 miles long and is intended to open up a 
new coal-field. Surveys of the road are in progress. 


Champaign, Havana & Western.—The United States 
Circuit Court at Springfield, Ill., has made an order of fore- 
closure of mortgage against this road, and directing that the 
road shall be sold unless all arrears of interest are paid up 
within 20 days. The total amount of the mortgage indebted- 
ness is $1,388,000. The road runs from Champaign, !l., 
westward to Havana on the Illinois River, with a branch to 
Decatur, 131 miles in all. It is one of the lines which was 
sold to the Wabash some years ago, but which have been de- 
tached from that road anor foreclosure proceedings brought 
by the first-mortgage bondholders. 


Chesapeake & Nashville.—Some time ago this com- 
pany secured subscriptions to its bonds to the amount of 
=500,000 to assist in building the road from Gallatin, Tenn., 
to Nashville. Work was begun on the road, and the grading 
is completed from Gallatin to Scottsville, Ky., and tracklay- 


ing is in progress on that section. It was recently stated, 
however, that the company would not build into Nashville, 


but was negotiating for the use of the Louisville & Nashville 
tracks from Gallatin. To this the Nashville bondholders de- 
cidedly object, as most of them subscribed for the bonds 
with theexpectation of getting a connecting line which would 
compete with the Louisville & Nashville, and they now pro- 
pose to take legal steps to compel the company to carry out 
its contract or to refund the subscriptions. 


Chicago, Burlington & Northern.—For the week 
ending July 10, and up to that date, track was laid on this 
road as follows : 


Week. Total. 
Bada THN ac vakdicee fh. Soccer ice ieaateteewese 23.238 301,228 
Permanent GiB. «2.2... + 0cissen edt ik Jivese 1,159 18,244 


On July 10 there remained to be laid 54.079 miles of main 
track, as follows: Between Newport and the Chippewa 
River, 8.113 ; between La Crosse and the Wisconsin River, 
1.667 ; between East Dubuque and the Wisconsin River, 
30.875; between Oregon and Savanna, 10.394 miles. 


Chicago, Burlington & Kansas City.—St. Louis dis- 
patches report that the engineers are now locating an extension 
of thisroad from the present terminus at Bogard, Mo., to Kan- 
sas City. The road is controlled by the Chicago, Burlington 
& Quincy, and the proposed extension will give that com- 
pany another line to Kansas City. 


Chicago, Marseilles & Streator.—This company has 
been organized as successor to the Chicago & Batevia, and 
las, it is stated, made arrangemeuts to begin work at once 
on a section of 10 miles, beginning at Cragin, near Chicago. 


Chicago, Rock Island & Pacific.—Coutracts have 
been awarded for grading 60 miles of this company’s new line 
in Kansas to be built from the present terminus in Doniphan 
County into the city of Topeka. The successful bidders were 
Young & Robinson, D. Sheridan, and J. D. McNary, of St. 
Joseph, Mo.; Mandeville, of Grace, Mo.; D. D. Stratton, of 
nee Louis, and M.S. King, of Des Moines, Ia. Work will 
egin at once. 


Cincinnati, Charleston & Chicago.—An attempt 
is being made to secure local aid for this projected line, and 
it is reported that the company will also attempt to place a 
considerable amount of its bonds either in New York or in 
Europe. Its the revival of a very old project, which has 
come up from time to time since it was first pro The 
projected line is from Sumter, 8S. C.,on the Northeastern 
road, to Camden; thence to Yorkville and Black’s station, 
on the Atlanta & Charlotte Air Line, and from Black’s sta- 
tion to Shelby, Rutherford; and thence westward toa con- 
nection with the East Tennessee, Virginia & Georgia road. 
In consideration of certain local subsidies the company has 
agreed to complete 40 miles, from Black’s station northward, 
during the present year. This is apparently the same con- 
cern which is operating in North Carolina, under the title of 
the Rutherford Railroad Co. and the Massachusetts & South- 
ern Construction Company. 


Cincinnati & Fastern.—A meeting of the first mort- 
gage bondholders was held in Cincinnati last week, and the 
bondholders being informed that there is a possibility of sell- 
ing a controlling interest in the bonds to a syndicate of East- 
ern capitalists, agreed to place their bonds in the hands of a 
committee, compused of J. J. Emery, J. D. Samelson and 
Albert G, Clark, giving that committee power to sell the 
bonds for uot less than 50 cents on the dollar at any time 
prior to July 11. 

On July 6 Judge Doan in Cincinnati, ordered a sale of the 
road in foreclosure in 60 days, and limited the price to $600,- 
000 as a minimum. 


_ Cincinnati, Indianapolis, St. Louis & Chicago.— 
lhe statement for May is as follows : 





sa 1886. 1855 Inc. or Dec. P.c. 
Earnings............. $191 698 192,175 D. 77 0.2 
Expenses .. 127,234 133,695 D. 6,461 4.8 

Net earnings........ ($64,464 $58.4%0 [. $5,984 103 
Fixed charges......... 50,000 A eee et 

Surplus, May........ 14,464 $8.480 I. $5,984 70.4 

Surp., July 1-April30. 2961621 274.551 I 22090 8.0 
Surplus, 11 mos... .$311.685 $283,011 I. $28,074 £9 


The surplus for the eleven months this year was equal to 
1.44 per cent. on the stock. 


Colambus & Montgomery Short Line.—This com- 
any has filed articles of incorporation to build a line from 
Montgomery, Ala., to Columbus, Ga., a distance of 85 miles. 
The projected line is south of that of the Western Railroad 
of Alabama. 


_ Fort Meade & Plant City.—This company has been 
‘ncorporated in Florida to build a railroad from Plant City 
on the South Florida Road southward to Fort Meade and 
Lake W orth, a distance of 25 miles. This is the beginning 
of a line which the projectors expect will be continued south- 
ward to Key West in the future. 

Denver, Memphis & Atlantic.—A letter from the 
Fitzgerald & Mallory Construction Co., which is building 
this road, informs us that during the month of June track 
was laid from Chetopa, Kan., west 26 miles. Tracklaying 
is also now in progress from Conway Springs, Kan., west- 
ward, and the rails are expected to reach Norwich in a short 

ime. 

Rete yu & Northwestern.—The St. Paul Pioneer- 
Press of | uly 9 says: ‘‘Work upon this road, which is the 
Second division of the Minnesota & Northwestern, from Hay- 
field to Dubuque, is progressing very satisfactorily. So far, 
~0 miles of track has been laid southeast from Hayfield, and 
8 miles northwest from Dubuque, leaving 185 miles to be 
laid to complete the division. The road 1s being ballasted and 
put in perfect order as the tracklaying p . So that 


when the last rail is laid the line will be ready for the open- 


ing of business.” 


Erie & Wyoming Valley.—This company bas bough’ 
the right of way for a branch to run into the city of Scran™ 
ton, Pa., and it is understood that work will be begun on the 
branch in a short time. Land has been purchased for a pas- 
senger station and freight house, adjoining that of the Dela- 
ware & Hudson Canal Co. This branch, giving the road an 
additional] terminus in the flourishing city of Scranton, is ex- 
pected to add considerable to its business. 


Eustis & Tavares.—This company has filed articles of 
incorporation to build a railroad from Tavares. Fla., to 
Lake Eustis. Surveys for the road are already in progress. 


Evansville, Indianapolis & Cincinuati.—This com- 
pany has filed articles of incorporation to build a railroad 
from Elnora, Ind., eastward, to Lawrenceburg, a distance of 
135 miles. The line proposed is parallel to and a little south 
of the Ohio & Mississippi. 


Fort Worth & Denver City.—The gross and net earn- 
ings for May and the seven months of the fiscal year from 





Nov. 1 to May 31 have been as follows : 
-—-——May.—-— -—-Seven months.-— 
1886. 1885. 1885-86. 1884-85. 
Earnings.... ........ $31,869 $42,343 $217,105 $214.737 
Expenses.... ... ..... 19,065 25,175 141,232 119,238 
Net earnings....... $12.84 $17,168 $75,873 $95,499 


For the seven months the gross earnings increased $2,368, 
or 1.1 per cent., and the expenses $21,994, or 15.1 per cent.., 
the result being a decrease of $19,626, or 20.5 per cent., in 
net earnings. 


Georgia Pacific.—It is reported that this road has not 
been leased to the Richmond & Danville with the other roads 
owned by the Richmond and West Point Terminal Co., for 
the reason that negotiations are pending for its sale to the 
Kansas City, Memphis and Birmingham Co. This report, 
however, does not agree with the statement already made, to 
the effect that the Kansas City, Memphis & Birmingham 
had concluded a contract with the Central Railroad Co. of 
rgia for avn outlet from Birmingham, Ala., eastward. 


Grand Trunk.—The statement for May and the five 
months to May 31 is as follows : 
- -—-- —--— ---Five — 





1886. 1885. 5 85. 
Earnings...... .... £268,250 £237.678 £1,268,577 #£1,1*5.167 
Expenses.......... 180,480 174,991 924,555 943.974 
Net earnings... £87,770 £62,687 £344,022 £241,194 


For the five months the gross earnings increased £83,410, 
or 7.0 per cent., and the expenses decreased £19,419, or 2.1 
per cent., the result being a gain of £192,829, or 42.7 per 
cent., in net earnings. 

For the five months to May 31 the statement for the con- 
trolled lines west of Detroit is as follows . 





—-—C.&G --s -D..G. H. & M.— 

1886. 1885. 1886. 1885. 
Earniogs...........- £239,498 £232,915 £95,418 £84.504 
Expenses.... 199,084 202,941 74,191 68,787 
Net earnings...... £10,414 £29,974 £213,227 £15517 


The Chicago & Grand Trunk had an increase of £6,583, 
or 2.8 per cent., in gross earnings, and of £10,440, or 34.8 
per cent., in net earnings The Detroit, Grand Haven & 
Milwaukee shows a gain of £11,114, or 13.2 per cent., in 
gross earnings, and of £5,710, or 36.8 per cent., in net earn- 
ings. 

Greenville & Laurens.—Track on this road is now 
laid to a point 36 miles northwest from Laurens, 8. C., leav- 
ing only 3 miles to complete tbe line to Greenville. The 

ading is nearly all done and the track is expected to reach 

jreenville in a short time. 


Gulf, Colorado & Santa Fe.—The western branch of 
this road is now completed to Ballinger, Tex., 37 miles west 
from Coleman Junction and 409 miles from Galveston. This 
extension does not pass through Coleman, that town,which was 
recently the terminus of this branch of the road, being now 
situated at the end of a spur, 5!¢ miles from the main line. 


Idaho Central.—This company has been incorporated to 
build a railroad from a point on the Oregon Short Line to 
Boise City, Idaho, and thence northward to a connection 
with the Northern Pacific. Mr. Edward Dickinson, of Den- 
ver, Col., is the principal promoter of the scheme. 


Illinois Central.—This company presents the following 
statement of gross earnings for the six months to June 30, 
comparison being made with last year, and also with the 
average of the years 1878-84: 

















nounced that this company has secured local subscriptions in 
Kansas to the amount of $275,000, and that parties in Kan- 
sas City have agreed to take $300,000 of the bonds. The 
contract under which the bonds were taken in Kansas City 
provides that 30 miles of road must be completed by Nov. 1, 
and that the track must reach the Nebraska line within 18 
months from July 1. The road is intended to run from Kan- 
sas City to Beatrice, Neb., with several branches. 

Lake Erie & Western.—The Purchasing Committee 
of bondholders gives notice that the time for depositing se- 
curities under the agreement of Feb. 1 is limited to July 20. 
after which time the terms upon which the yon will be 
received will be optional,with the Committee. This plan pro- 
vides for a contribution of $6 per share from present stock- 
holders, and the new bonds and stock are to be as follows: 
$2,800,000 first-mortgage 30 year 6 per cent. gold bonds, 
secured on the Western Division of the property between 
Muncie and Bloomington; $2,422,500 first-mortgage 30 year 
5 per cent. gold bonds, secured on the Eastern Division, be- 
tween Muncie and Sandusky, and $10,928,750 capital stock, 
of which $3,208,759 shall be preferred stock, entitled to a 
non-cumulative dividend of 5 per cent. per annum, and 
sharing thereafter with the common stock, after the latter 
has received a like dividend. 

The present LaFayette, Bloomington & Muncie first-mort- 
gage bonds are to receive their par and accrued interest in the 
new Western Division bonds: the Lake Erie & Western first- 
mortgage bonds their par and accrued interest in the new 
Eastern Division bonds—with 20 per cent. added in the new 

referred stock—and the Lake Erie & Western (Sandusky 
xtension) first-mortgage bonds their accrued interest and 
80 per cent. of their par in such new Eastern Division bonds. 





The income bonds coming into the agreement will be treated 


ibe follows : The LaFayette, Bloomington & Muncie income 


bonds to receive 150 per cent of their par, the Lake Erie & 





Kansas City, Wyandotte & Northwestern.—It is an- 


Western income bonds 75 per cent of their par, and the Lake 
Erie & Western (Sandusky Extension) income bonds 40 per 
cent. of their par in the new preferred stock, while such of 
the existing capital stock as may bave paid in the contribu- 
tion above mentioned will receive an equal amount of shares 
in the new common stock. The floating debt amounts to 
about $1,051,020, of which accrued interest is $316,020, 
leaving about $735,000 to be dealt with as follows: The 
amount now due on the car trusts, together with the debt of 
the company and 25 per cent. of the McGourkey judgment, 
to be paid in cash. The remainder of the McGourkey judg- 
ment can be settled in notes of the new company running not 
less than five years, and the judgments of Foster and others, 
it is believed, may be settled for something less than 50 per 
cent, of its face in cash, leaving then remaining only the ex- 
penses of the foreclosure and reorganization proceedings and 
claims of a‘minor character to be provided for. 


Lake Shore & Michigan Southern.—The business of 
thisroad at Chicago has proceeded steadily, altnough the 
striking switchmen still decline to go to work and are evi- 
dently in an ugly frame of mind. On June 11 2 freight 
trains were derailed in the Chicago yards by misplaced 
switches, and other attempts to cause trouble have been made, 
but with no great success, 


Los Angeles & San Gabriel Valley.—Tbis road is 
now completed to Santa Anita, Cal., 2!; miles eastward from 
the latter terminus at Lamanda Park and 15'4 miles from 
Los Angeles. Grading is in progress on the extension to the 
San Gabriel River, 8 miles further. 


Louisville, New Albany & Chicago.—Work bas 
been begun on the branch line from Orleans, Ind., to Blue 
Lick Springs, a distance of 21 miles. This extension is meant 
chiefly to accommodate the travel to the springs, which is 
increasing very rapidly. The contract has been let to Gen- 
eral J. S. Casement, and the work is to be completed by 
Nov. 1 next. 


Maine Centra!.—A contract for the building of the new 
repair shops of this road at Waterville, Me., has been let to 
Mr. J. Philbrook, Portland, who is to begin work at once on 
the buildings. 


Mammoth Cave.—The contract for building this road 
from Glasgow Junction on the Louisville & Nashville road 
to the Mammoth Cave has been let to Joseph Coyne, of Jef- 
fersonville, Ind., for $75,000. The road will be 9 miles 
long. 


Marietta Mineral.—This road is now completed and in 
operation to Phillipsburg, O., 27 miles from Marietta and 4 
miles beyond the later terminus at Broadwell. This portion 
of the road is new, that previously built having been con- 
structed on the road-bed abandoned by the Marietta & Cin- 
cinnati road some years ago. 


Memphis & Charleston.—This company’s engineers 
are now employed surveying a new route from Stevenson, 
Ala., to Chattanooga. ‘The company has, ever since its road 
was built, used the tracks of the Nashville, Chattanooga & 
St. Louis road between those points. The present contract 
will expire in about two years, and it is believed that it will 
be to the company’s advantage to build its own line. The 
distance is about 45 miles. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of July 3: 

A Matamoros dispatch says: ‘* It 1s reported that there is a 
scheme on foot by Brownsville parties to buy back the fran- 
chise of the Mstamoros & Monterey Railroad and the 74 
miles finished, extending the line to completion. The Rio 
Grande Railroad Co. is said to be interested in the move. An 
attempt will also be made to securea charter from the Fed- 
eral Congress for a narrow-gauge railroad to Victoria, the 
state capital of Tamaulipas, to connect there with the wagon 
road over the mountains to Tula. An effort will be made to 
interest large property-holders on the line in the road, and 
also the government of the state. No subsidy will be asked 
for, only a percentage of customs receipts accruing for in- 
crease of trade produced by the line. The project is favorably 
looked upon here.” 

A reformed concession has been granted by the govern- 
ment to Mr. Roberto Santa Maria, representing the Chi- 
huahua, Hidalgo & Sierra Madre Railrcad Co. ‘The 
chief features of the modified concession are as follows : 
General Carlos Pacheco is authorized to build on his own 
account, or on account of the company or companies whi -h 
may be organized, and to operate for 99 years the following 
lines of railway with their accompanying telegraph lines : 


1886_ 1885. Av 1878-84. |. From the vicinity of the station of Jimenez on the Mexi- 
Gounern Devinn... 2 SSeroa7 Petr} eereaee can Central Railroad following the left bank of the Florido 
As | tabestieeaigtle CL | River, passing through Allende and Hidalgo del Parral to 

} ; “ee , - 
Total lines owned...... 685,687 $5,136.231 $4,535,137 | Ballezo or another point to the summit of the railroad in the 
Dubuque & Sioux City... 417,903 410,977 477,619,| Sierra Madre which shall be fixed with the approval of the 
lowa Falls & Sioux City.. 280,519 278.855 279,610 | Department of Public Works. 2. From the city of 
Cedar Falls & Minnesota. = — 74,331 59,888 61,480 | Chihuahua, towurd the Sierra Madre, to Uruache and 
; - e7Ao eRe  €740°%9 = > Cuiteco, or to an intermediate point which may be 
SEE toe Sa a. eer — es ted judged convenient by the Department of Public Works. 
Total, all lines.......... $5,448,440 $5,885,951 $5,353,846 | 3. For the construction, repair and operation of these 
It will be secn that while the lines owned show a de-| lines the company, with the approval of the Depart- 
crease from last year, yet there was a considerable gain over |™ent of Public Works, may organize two compan- 
the average of the seven preceding years. ies which may. be encharged with the construction 


and working of each of the two lines mentioned. These 
lines must be completed within 12 years from the date of the 
promulgation of this contract. Within 18 months from the 
promulgation of this concession there must have been finished 
4 kilometers of railway on the line from Jimenez, and in each 
of the two following years there must have been completed 
15 kilometers, and the whole section between Jimenez and Hi- 
dalgo del Parral mustbe finishedjwitbin six years from the date 
of promulgation. Thelinefrom Chihuahua must have at least 
6 kilometers completed in two years ; afterward there must 
be built at least 15 kilometers yearly. The section between 
Chihuahua and Cusihuiriachic, or an equivalent in distance, 
must be built in seven years. For 15 years the company, or 
companies, may import, free of duty, federal or local, ma- 
terials for the construction, operation and service of the rail- 
road. For other materials necessary, not specified. the gov- 
ernment will pay, during 15 years, the sum of $25 annually 
per kilometer, the allowance mentioned to be taken out by 
the railroad company in customs duties, 


Missouri, lowa & Nebraska.—Tbis railroad has been 
ordered to be sold. It extends from Keokuk, Ia., to Van 
Wert and Aibia, Ia., 174 miles, and was leased for 99 years 
from Oct. 1, 1880, to the Wabash, St. Louis & Pacific at a 
rental of 30 per cent. of gross earnings, the proceeds to be 
applied to bond interest and taxes. Default was made in 
1884. The capital stock is $3,025,000, and the funded debt 
consists of $2,269,000 first-mortgage 4'¢ per cent. bonds. 

Missouri Pacific.—The Minden Branch of the Missouri, 
Kansas & Texas Division has been completed from Nevada, 
Mo., southeast to Minden, a distance of 32!¢ miles, and this 
branch has been opened for traffic. 

Mobile & Girard.—At the annual meeting in Columbus, 
Ga., last week, resolutions were passed instructing the board 
of directors to lease this road to the Central Railroad Co. 
of Georgia, fora term of 99 years on the best attainable 
terms. A committee of three, not directors, was appointed 
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to assist in the negotiations. The Central Railroad Co. has 
for some time owned a large interest in the road. 


New Castle Northern.—The United States Circuit 
Court, in Pittsburgh, has made a decree ordering the sale of 
this road on suit of the directors and other claimants. The 
road has no track laid, and the property consists only of 
right of way, franchises and some grading. The liabilities 
are about $175,000. Although never finished or operated, 
this company for some time indulged in the luxury of two or 
three conflicting sets of directors and officers. 


New York Central & Hudson River.—This com- 
pany makes the following statement of gross earnings for 
June and the fiscal year : 


1885-86. 1884-85. Increase. P.c 
TUNE... 0.0... cece ee oes. -- G2.084,245 $1,672,915  $69.330 25.0 
Quarter ending June 30.... 7.570.411 5.603.634 1,966.777 345 1 


Nine months to June 30.. ..21,789,214 18,376,026 3,415,188 18.6 

West Shore earningsare included this year. from the date 
of the lease, Dec. 5, 1885, or for seven of the nine months. 
They are not included in last year’s figures 


New York, Susquehanna & Western.—The Pater- 
son (N. J.) Press says: ‘‘The work of grading has been 
nearly completed on the Morris County Railroad. which is 
to run from Charlotteburg to Port Oram, and will be con- 
trolled by the New York, Susquehanna & Western Railroad 
Co. In connection with this road a new project has been de- 
veloped and will in all probability be carried out. The road 
will run within half a mile of the High Bridge Branch of the 
New Jersey Central Railroad, which reaches Lake Hopat- 
cong at Nolan’s Point. The idea is to lay this half mile of 
track and run passenger trains to Lake Hopatcong from New 
York and Paterson and other stations. This would bring the 
road in direct competition with the De!aware, Lackawanna 
& Western Railroad, from which it would undoubtedly take 
a great deal of traffic, as the new road would run direct to 
the lake and not necessitate a long ride by stage or on the 
canal ss the Lackawanna road does. The rapidly increasing 
popularity of Lake Hopatcong will undoubtedly greatly in- 
crease travel thither and the business thereis certainly worth 
looking after.” 


New York, Chicago & St. Louis.—In the United States 
Circuit Court in Cleveland, O., July 14, this company filed 
an amended answer in the foreclosure suits, claiming that 
the mortgages which the trustees#eek to forec!ose are null and 
void, and askiny to have them set aside. The answer claims 
that the bonds were not legally issued or sold, and that bonds 
were issued without consideration. 


Ohio & Mississippi.—The statement for May and the 
five months to May 81 is as follows : 


- ——-— --—-Five months -—— 

‘ 1885. 86. 185. 
Earnings ... .... ....$298,034 $275.480 $1,422,600 $1,474,214 
Expenses...... ... . 221,248 212,066 1,082,104 1,161,394 
Net earnings.... .. $76,786 $63,414 $340,496 $312,820 


For the five months the gross earnings decreased $51,614, 
or 3.6 per cent., and the expenses $79,290, or 6.8 per cent., 
the result being a gain of $27,676, or 8.6 per cent., in net 
earnings. ‘ 

Oregon Improvement Co.—This company’s statement 


for May and six months of the fiscal year from Dec, 1 to May 
31 is as follows: 











—-——NMay.———. ———dix months.—— 

1586. “Land. 1885-6. 1884-5. 
Gross earnings... .. $204.063 $239,316 $1.178.833 $1,367.777 
Operating expens2s.. 170,968 189,289 1,013,409 1,118,710 
Net earnings....... "$33.095 $50,027 $165,424 $249,067 


For the half-year the gross earnings decreased $188,944) 
or 13.8 per cent., and the expenses $105,301, or 9.4 per 
cent., leaviug a decrease of $83,643, or 33.5 per cent., in 
net earnings. 


Orlando & Southern.—This company bas filed articles 
of incorporation to build a railroad from Orlando, Fla., 
southeast to Narcoossee, and thence to a point on the Indian 
River. 


Philadelphia & Reading.—Mr. Franklin B. Gowen 
has written a long letter to Mr. Jobn B. Garrett, Chairman 
of the reconstruction trustees, in which he takes issue with 
that gentleman in relation to the testimony given by him be- 
fore the Special Master. Mr. Gowen says that the question 
of his continuance as President has nothing to do with the 
reorganization, and finds fault with the plan proposed by the 
trustees not because it involves the control of the road by 
other parties, but because, as he claims, it requires a fore- 
closure and imposes unnecessary sacrifices upon the stock- 
holders. Mr. Gowen concludes by submitting the following 
propositions, which are, however, not very likely to be ac- 


ce " 

in First—That your board shall withdraw the plan now be- 
fore the public and substitute for it the one prepared by the 
company. 

** Second—That to carry the plan into effect seven recon- 
struction Trustees be appointed in either of the following 
methods : (A) The managers of the ee shall select from 
your board four members, and your board shall select from 
the Board of Managers three members; or (B) each board se- 
lect from its own members three persons, and the six so se- 
lected shall select the seventh. 

** Third—Upon this being done I will engage that the plan 
shall be underwritten by an association of capital sufficient 
for the pur of paying off all of the general mortgage 
bonds which do not ney accept the new securities 
provided by the plan, and I will agree that the financial re- 
sponsibility of these subscribing to this fund shall be deter- 
mined by the Presidents of the Bank of North America, the 
Farmers & Mechanics’ Naticnal Bank, the Pennsylvania 
Co. for Insurances on Lives and Granting Annuities, 
and the Union Trust Co., or any one or more of them 
whom you may select, or in lieu of this third proposition I 
will that the Drexel-Morgan syndicate may subscribe 
$12, ,000, and J will furnish an equal subscription, mak- 
ing together $25,000,000 eash, to be subject to the scrutiny 
above noted, the united syndicate to engage to pay off all of 
the general mortgage bonds not voluntarily exchanging into 
new securities. 

** Fourth—Upon this being done I will at once resign the 
Presidency of the railroad company and all its affiliated com- 
panies and engage never again to be a candidate for any of 
the offices or accept any of them if offered to me. 

‘*T will give you one week to accept these propositions, and 
if, at or before the expiration of that time, you do not accept 
them I shall then ask you to do two things. 

‘*Wirst—State publicly that the question of Mr. Franklin B, 
Gowen’s occupancy of the Presidency of the a does 
not interfere with the adoption of his plan for the relief of 
the company ; and 

‘*Second—To withdraw 
occupy the ground with a se Ss practically no 
support among the creditors or shareholders of the company, 
in which event I will engage at once to issue the plan of the 
company, underwritten by sufficient capital to secure the 
payment of all general mortgage bonds not voluntarily 
ex into new securities.” ; 

To this letter Mr, Garrett returned the following reply ; 


our present plan and cease to 


me which 





‘*T see no reason, after reading your letter of yesterday, for 
modifying, in any particular, my testimony as given before 
Examiner Pollock in the Robinson foreclosure suit. The 
fact remaius unchallenged and incontrovertible that, after 
discussing all other differences in the two plans, one of your 
Board remarked: ‘Mr. Garrett, then there seems to benothing 
between us but the question of control.’ There may be room 
for difference as to what this implied, but other honest 
friends of the Reading properties draw from it the same in- 
ference I have done. It is true that I admitted the merit of 
your plan, provided (a condition which I reiterated and em- 
phasized) it was underwritten as fully and effectively as the 
trustees’ plan had already been. Its merit was that it was in- 
tended to avoid foreclosure, but I did not regard it as practica- 
ble, and until underwritten it could not be made effective. 
Nearly four months have elapsed, and, so far as any evidence 
is given, it has not yet secured the indorsement of capital. 
On the contrary, Iam authoritatively informed that it has 
been altered many times since then, and your letter and its 
propositions certainiy imply that you are not yet ina position 
to carry it into effect. e opportunity has been afforded in 
whick you might present your plan to the shareholders and 
creditors of the companies guaranteed by capital, with every 
assurance of its fair consideration. Itdoes not require the 
withdrawal of the Trustees’ plan, which, you say, has ‘ prac- 
tically no support among the creditors or shareholders.’ The 
next meeting of the Trustees occurs on the 20th inst., one 
week from to-day. It will be a gratification to me if the con- 
sideration of your propositions is made possible by the publi- 
cation of your plan before that time.” 


Pittsburgh & Whitehall.—This road has been recently 
completed and put in operation. It is a branch line, 3 miles 
long, ex!ending from a point in Pittsburgh on the Monon- 
gahela Division of the Pennsylvania Railroad along the 
Monongahela River. It will be operated by the Pennsyl- 
vania Railroad Co. and is built to connect its track with a 
number of large manufacturing establishments. 


St. Joseph & St. Louis.—From July 1 this road, which 
has been foranumber of years past a division of the Wabash, 
will be operated independently by its stockholders, who have 
reclaimed possession of their property. The road extends 
from Lexington Junction to St. Louis, is. 76 miles. 


St. Louis, Chicago & Peoria.—This company has 
filed articles of incorporation to build a railroad from Spring- 
field, Ill., northward to Peoria, a distance of about 65 miles. 
The principal office will be in Springfield and the authorized 
capital is $1,000,000. 


St. Louis Coal.—As noted last week, the sale of this 
road under foreclosure was then postponed until July 13. 
The postponement was made by the court in order to give a 
hearing to certain bondholders who asked that the decree of 
foreclosure be set aside. The hearing took place in Spring- 
field, Ill., and on July 10 the Court gave its decision, dis- 
missing the petition and ordering that the sale of the road 
proceed. 


St. Paul & St. Croix Falls.—The St. Paul Pioneer- 
Press says: ‘* The St. Paul & St. Croix Falls Co. is building 
a line of road from the junction of the Wisconsin Central 
and the St. Paul & Duluth at Lake Phalen to a connection 
with the lines running through Trout Brook Valley. The 
new road is being built in the interests of the Wisconsin Cen- 
tral, which wants a connection with the St. Paul & Northern 
Pacific’s interurban line. The length of the new line is about 
344 miles.” 


Saginaw, Tuscola & Huron.—This company has com- 
pleted and put in operation a branch or extension of its road 
from Bayport Junction, Mich., eastward to Bad Axe, a dis- 
tance of 19 miles. Trains are now running to the new ter- 
minus, 


Sanford & Lake Eustis.—This road is now graded 
from Sanford, Fla., to Tavares, a distance of 30 miles, and 
tracklaying was to be begun this week.. 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
has placed the followiug securities on the lists : 

Chicago & Indiana Coal, 32,374,000 first-mortgage 5 per 
cent. bonds, 

East & West, of Alabama, $800,000 first-mortgage 6 per 
cent. bonds. 

New Orleans & Northeastern, $1,050,000 new prior lien 6 
per cent. bonds. 3 


Shenango & Allegheny.—The United States Circuit 
Court in Pittsburgh, July 13, filed a decision, directing the 
foreclosure of the first and second mortgages on this road. 
The details of the order will be fixed hereafter, and the date 
for the sale will also be appointed. 


Southern Pacific.—The extension of the Northern 
Division from Soledad, Cal., southward, is now completed 
and track laid to San Lorenzo Creek, 25 miles, and trains be- 
gin running to San Lorenzo station this week. The section 
thus completed includes some of the heaviest of the work, 
and it is expected that the road will be completed to San 
Miguel in San Luis Obispo County during the next three 
months. 


Tavares, Apopka & Gulf.—This company has been 
incorporated in Florida to build a railroad from Tavares to 
Kissimmee; thence by way of Fort Thompson and Fort 
Myer to Charlotte Harbor on the Gulf. 


Texas & Pacific.—The plan proposed by the New York 
Committee provides that the new company, to be organized 
after foreclosure, shall issue $50,000,000 stock, $25,000,000 
tirst-mortgage 5s and $18,500,000 second-mortgage 5s. The 
Eastern Division bonds are to receive par in new firsts and 
20 per cent. (for overdue interest) in new seconds : New 
Orleans Division bonds 60 per cent. in new firsts and 40 in 
seconds ; Rio Grande Division, 45 in new firsts and 55 in 
seconds ; terminal bonds, 25 per cent. firsts and 75 in seconds, 
The Missouri Pacific claim, under this plan, will probably be 
contested, but new bonds will be reserved to pay it, should 
the Court hold it valid, 

The New York Committee has offered to take the $100,000 
receivers’ certificates required for immediate use on the Rio 
Grande Division. The Wistar Committee declined to take 
these, in view of present circumstances, but offered to dis- 
count a note for $80,000. 

The following appears to be a fair statement of the objec- 
tions made by the Rio Grande Division and other bondhold- 
ers (who are represented by the New York Committee) to the 
plan presented by the Wistar Committee: 

Each plan proposes creation of new bonds and distribution 
amongst present bondholders, and in the allotment of ver- 
centages to the respective bondholders there is a difference 
only of detail, but the essential principle which distinguishes 
the two is that the Wistar Committee proposes in dealing with 
the stockholders of the company to hand over substantially 
the entire control of the new company to the Gould mterest 
represented by the Missouri Pacific. The New York Com- 
mittee, upon the other hand, maintains that the present 
proprietary, having a good property, are abundantly able to 
admumster it themselves, and to provide the funds n 





to put it in order. The Committee, representing in their own 


persons proprietorship of $4,000,000 Rio Grande Division 
bonds, are proceeding on the lines marked out at the meeting 
of the stockholders, who indicated a willingness to submit to 
an assessment in connection with reorganization. 

In the proposal made by the New York Committee to the 
Eastern Division bondholders, they have offered substantially 
identical terms with those presented by the Wistar Commit- 
tee, saving only the vital one of surrender to Gould. Both 
committees unite in giving the Eastern Division bondhold- 
ers anew mortgage for the par value of their bonds, with 
twenty per cent, for the back interest. The surrender which 
the Wistar Committee contemplate to Gould arises out of 
their proposal to the Missouri Pacific in connection with 
its floating debt claim of $1,688,000, which the Phila- 
delphians propose to retire by giving stock in the new 








reorganized company at 20 cents on the dollar. 
This settlement would make the Missouri Pacifie prc- 


prietor of $8,440,000, out of a total contemplated $32.- 
000,000, a compact proprietorship which would le 
almost under all circumstances a controlling interest, but 
which could be readily increased to an absolute majority from 
the fact that it is proposed to offer one-third of the new ca;- 
ital for sale, at not less than $15 a share. Such a surrender, it is 
claimed, is as unnecessary as it is unwise, and it is difficu't to 
see by what train of reasoning the Eastern Divisionbondholders 
have been led to entertain it fora moment. That the bond- 
holders of the other divisions will refuse to assent to it seems 
to be already definitely decided as regards the Rio Grande 
Division, whose proprietors are abundantly confident in the 
resources of the road as a whole, or of their own division 
separately. 

A memorandum has been prepared, showing a remarkable 
growth in the value of property along the line of the Rio 
Grande Division, as shown by the assessments for taxes. 

In the thirteenth clause of the proposed plan of the Wistar 
Committee they reserve to themselves power and discretion 
to retire any or all stocks and once or other securities 
pledged for debts of said company. As the Missouri Pacific 
hold the $6,000,000 stock of the New Orleans Pacific, this 
clause, the objectors consider, opens a further dangerous 
ea which might be used to muke more concessions to the 
issouri Pacific interest. 


Union Pacific.—The statement for May and the five 
months to May 31 is as follows: 


-—-— —May.——-— -—Five months.—— 

1 . 1885. 1886. 1885. 
Earnings..... .... $2,213,448 $2,067,527 $9,°42..66 $9,269,134 
Expenses, ....... 1.564.273 1.435.434 6,710,241 6,394,028 
Net earnings... $647,175 $632,093 $2,632,025 $2,874.206 


Taxes are included in expenses. For the five months the 
gross earnings increased $73,132, or 0.8 per cent., and the 
expenses $315,313, or 4.9 per cent., the result being a de- 
crease of $242,181, or 8.5 per cent., in net earnings. 

A dispatch from Omaha, July 10, says: ‘‘ The Union Pa- 
cific officials are busily engaged in closing up the details of 
their fast express scheme, which it is now certain is to gointo 
operation at once. The Central Pacific bas given assurance 
that it will co-operate in the matter. That road will adjust 
its trains so that going eastward from San Francisco to 
Ogden the time will beshortened 1 hour, and going westward 
21¢ hours. Between Omaha and Ogden, both eastward 
and westward, the Union Pacific will shorten its time 12 
hours, making the running between those points in 36 hours, 
instead of 48 as at present. The train will be put on Juiy 25, 
if something at present unforeseen does not prevent. Said a 
Union Pacific official to-day: ‘I: will leave Omaha in the 
morning, taking the place of the overland, and will make tle 
trip between Omaha and ’Frisco in 60 hours or less.’” 


Tnion Point & White Plains.—Surveys are being 
made for this road, which is to run from Union Point, Ga. 
on the Georgia Railroad, southward to White Plains, a dis- 
tance of 14 miles. Arrangements have been made to begin 
work on the grading as soon as the line is located. 


Wabasb, St. Louis & Pacific.—A meeting of bond- 
holders was held in New York, July 8, to consider the plan 
proposed by the purchasing committee for reorganizing the 
company. The meeting was largely attended and was some- 
what turbulent, the general feeling being very decidedly 
against the committee’s plan. After a great deal of discus 
sion it was decided to appoint a committee of five to examine 
and report on the committee’s plan, and also to report gener- 
ally on the condition of the company and the prospects of the 
bondholders, This committee consists of H. e Poor, George 
F. Peabody, Alexander M. White, James B. Colgate and 
Jacob Stout, of New York. 

From the temper of this meeting and utterances of the 
committee it is pretty clear that the plan of the purchasing 
committee, under which the prior lien bondholders were to 
accept a reduction in interest and to make other concession, 
will hardly be accepted. Whether the committee will sug- 
gest any compromise is uncertain as yet. Should the plan be 
rejected and nothing‘else proposed in its place, the foreclosure 
will not be completed, as the committee will be unable to 
comply with the requirements of the Court, and a re-sale of 
the road will be necessary. 


West Jersey.—The Philadelphia Ledger of July 12%. 
says: ‘‘ Anagreement between the West Jersey, the Cam- 
den & Atlantic Railroad and the Philadelphia & Atlantic 
Railroad has been made for the rearrangement of the tracks 
of the three companies at Atlantic City. The contemplated 
changes will do away with the crossing of the railroads, will 
shorten their lines and straighten the tracks, These improve- 
ments, it is expected, will be put under contract in the fall 
and will be finished by next spring, and, when completed, 
the use of two bridges only will be necessary in crossing the 
Absecom inlet.” 


Wheeling & Lake Erie.—The following circular is 
issued by General Manager M. D. Woodford and approved 
by President Geo. J. Forrest, dated July 1: ‘* The Wheeling 
& Lake Erie Railway Co. has this day assumed control of 
the property heretofore known as the Wheeling & Lake Erie 
Railroad, with all the rights and franchises appertaining 
thereto. and the undersigned has been elected General Mana- 
ger. All officers and employés will continue in the perform- 
ance of their respective duties until otherwise ordered.” 


Wilmington & Weidon.—On the new Wilson shortcut 
the bridge over the Cape Fear River near Fayetteville is 
completed. The grading is finished for some distance north- 
east from that point, and tracklaying was begun last week. 
Track-laying is progressing steadily from the junction with 
the main line southwest, as noted heretofore. 


Wisconsin Central.—This company announces that its 
new line to Chicago will be formally opened for both freight 
and passenger business on Monday, July 19. Four daily 
passenger trains will be run out of Chicago, two of which 
will run through to St. Paul. The company’s local office in 
Chicago is already open and it is soliciting business. There 
will be no formal ceremony at the cqeaine. " 

It is reported that this company is making arrangemen!s 
to build a branch into Milwaukee, the reason given for this 





step being the delay in completing an agreement with the 
Chicago, Milwaukee & St. Paul Co., whose tracks are now 
used under a temporary contract, 





